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Eastern Offices: 


PHILADELPHIA 


N ot one broken 





Phone: Lombard 4360 box ... not one damaged package .. . 

Fe. a that’s the record McCormick constantly strives to maintain 
en whether your shipment be cases of apples, sacks of flour, furni- 
Phone: Calvert 623i =©=-s ture or glassware. 

yoo agua Every McCormick ship is still making its regular schedule and 
See 2D. kien, Agee every McCormick man is interested in seeing that you get the 
> sae Senet kind of shipping service that will command a permanent place 
NORFOLK in your shipping plans. 


Taylor & Andrews Law Bldg. 
Phone: 25371 7 ° ° . 
Your next shipment via McCormick 






McCormick Steamship Co. 
announces a further in- 


provement in its service McCorm 


—the opening of its own 
office in Pittsburgh in The 
Koppers Bldg., Grant St. 


& 7th Ave. Phone: At- 
lantic 7725. 


Pacific-North Atlantic Service 


Steamship Company Pacific-Coastwise Service 


461 Market St. Pacific-West Indies Service 


San Francisco Pacific-Argentine-Brazil Line 
DOUgias 2561 (U. S. Mail Steamers . . . 
passenger accommodations) 












Pacific Coast Ports at Oakland, Los Angeles, San Diego, Vancouver, B. C., Portland, Seattle, Tacoma, Astoria 
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The Personal Service of Experts Is Available 
to YOU Through 


THE HOUSTON PORT BUREAU 


A Unique Organization, which 
has been of inestimable benefit 
to shippers in the last three 
years. 


THERE IS NO DIRECT SOLICITATION 
You may feel free to call in any mem- 
ber of the Port Bureau on any problem, 
without obligation; since there will be 

















no high-pressure solicitation to em- THE BUREAU, HOWEVER, CAN and DOES % " 
barrass you. Make important economic surveys, carry | po 
on extensive research into production, 4 na 
PORT BUREAU transportation and marketing possibilities, |) 
ee gees and investigate the physical handling of s 
commodities requiring special facilities. 4 
J.RUSSELL WAIT H.S.CRAWFORD Its findings are usually of great value to | @ 
oe — shippers, producers, etc., who are not ina || 
E. W. BOLDT J.C. MAYFIELD position to carry on such work themselves. 
Wa 1232 Board of Trade Bldg. Room 1600—10 East 40th St. 
KANSAS CITY NEW YORK CITY 
Victory 4724 Ashland 4-6024 
Rail Siding and Local L.C.L. © 
Freight Station in same building 4 
aa T@ Money om save unnecessary cartage ex- i 
$ . 
pense on all rail shipments. i; 
fi 
Inerease Sales Store door delivery at low cost — 4 
GENERAL STORAGE — RENTAL SPACE — DISTRIBUTION toGreaterNewYork,Longisland, 
SS or remain nN aldetnen sate iacaeaeee New Jersey, Westchester County, : 
Hudson River Valley and Con- 
necticut. Special arrangements 
for distribution into Rhode Is- 
land and Massachusetts. Let us 
act as your eastern shipping 
elerk and thereby inerease your » 
F 
sales by delivering tomorrow N 
orders that are sold today. ; 
Cc 
LA CKAWAN N A. swe treiznt charges ny siipping |) 
N 
TERMINAL WAREHOUSES §  Urect tens in consolidated cars 
G t 
e ° e f im- 
JERSEY CITY, N. J. of L. C. L. shipments for ) 
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Help Wanted 


on Traffic Problems? 
Call Your ERIE Agent 


He has a broad background of traffic 
experience which will be most valuable to 
you... .no matter what your particular 
problem happens to be. And the chances 
are he can point out specific features of 
Erie service that will save you time and 
money. Erie’s seven modern freight 
stations on Manhattan, for instance, 
may suggest an important saving in dis- 
tributing your goods in the world’s 


greatest market. 
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An independent national journal of transportation; a working tool for traffic men 
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Our Platform 


A permanent transportation institute, supported by 


' all interested in sound policies, for the purpose of 
| setting forth facts without bias. 


Take the government out of business. This applies 


_ to ocean and inland waterway transportation as well as 


| to other business. 


Keep politics out of rate-making. 
A scientific determination by competent and un- 


_ biased investigation as to whether commercial motor 
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vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TRAFFIC WORLD INDEX 


HE index for the fifty-first volume of The Traffic 

World, covering the six months’ period from Janu- 
ary to June, inclusive, 1933, will be mailed to subscrib- 
ers with the July 8 number of the magazine. It should 
be preserved and bound with the copies of the magazine 
for future reference. 


. A MISNOMER 


HE Federal Coordinator of Transportation, so 

termed by the Roosevelt transportation act, under 
which Mr. Eastman is acting as “coordinator,” is not a 
coordinator of transportation at all; he is merely a co- 
ordinator of railroads or railroad transportation; no 
form of transport other than rail is considered in any 
way in the act and the coordinator has no power or 
authority over anything but railroads. It would seem 
that, in these days when there is so much talk about “co- 
ordination of transportation,” the framers of the bill 
might at least have been able to apply the right terms. 
Perhaps the title of the coordinator is of little import- 
ance so long as we keep in mind that the law under 
which he is acting is in no sense a move toward real 
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coordination of transportation; it is merely a temporary 
scheme of enabling or compelling the railroads them- 
selves to act together in reducing expenses and bringing 
about efficiency. 


ROOSEVELT AND WATERWAYS 


HROUGH the participation of the national admin- 

istration in the formal opening of the lakes to the 
gulf deep waterway and the remarks made by the Sec- 
retary of War on that occasion, we now know the presi- 
dential attitude toward this and other waterway proj- 
ects. Knowing it after the administration has taken of- 
fice and suspecting it while the President was merely a 
candidate for office are, of course, two different things. 
That attitude is one of sympathy. So far as the record 
to date goes, we can look for no more sensible action by 
the Roosevelt administration than was experienced under 
the Hoover regime, though there is still hope that the 
present administration, though favoring inland water- 
way development, will see the folly of the government 
itself continuing to carry on as an operator of transport 
on the rivers in competition, not only with the railroads, 
but also with private water transport operators; but 
this remains to be seen. 

We beg to point out, however, that the favor with 
which inland waterway development is still meeting rests 
on the premise that waterway transport is essentially and 
definitely cheaper than rail transport. If it were, there 
could be no question but that the government was wise 
in fostering it, but is it? That question has never been 
properly studied or answered. We hope President Roose- 
velt, in formulating his permanent transportation pro- 
gram, will keep this in mind and base his scheme on real 
instead of imagined costs. Have the waterway operators 
any undue advantage in rates not justified by compara- 
tive cost of service—real cost? Should they pay some- 
thing for the use of the waterways to reimburse the tax- 
payers for money expended in deepening and maintain- 
ing channels? These questions must be answered. 

It cannot merely be assumed that water transport 
can be furnished at lower cost than rail transport and 
that, therefore, the government ought to promote it. 
And, whatever is concluded about water transport in 
general, there can be no good reason for the government 
itself continuing in this field of business. It entered it 
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in the beginning for two reasons—first, on the theory 
that there was a shortage in transportation facilities 
that ought to be remedied, and, second, in order to dem- 
onstrate to private capital what could be done on the 
rivers. If either of these reasons was ever a good one it 
is good no longer. There is no shortage, but rather an 
over-abundance of transportation facilities, and, if a 
demonstration was needed, it has continued long enough 
and cost enough to satisfy. If the thing has not been 
demonstrated by this time it never can be. 


We have always been more or less sympathetic with 
the chief argument for the lakes to the gulf waterway— 
that it would equalize for the west the advantage given 
to the east by the construction of the Panama Canal— 
but we have always, on the other hand, held that two 
wrongs do not make a right and that there were other 
ways not so costly of meeting the Panama Canal situa- 
tion without making permanent expensive and unsound 
policies. Fourth section rates for the railroads to the 
Pacific coast is one way of meeting that competition. 
Higher Panama Canal tolls is possibly another. The 
situation ought to have been studied, as real economists 
would have studied it, with a view to promoting fairness 
to all without rushing into another expensive and un- 
justifiable undertaking. 


That development of inland waterways will “help 
the railroads” is one of the silly things urged in defense 
of waterway development. We are conscious of the fact 
that the railroads themselves, in the early days of gov- 
ernment waterway operation, allowed this idea to take 
hold. They did not appreciate the danger, just as they 
did not appreciate the danger of motor truck competi- 
tion, until it was too late, and they made light of both. 
They see their error now. But it makes no difference 
what they did or did not do. What is needed now is a 
sane and sound coordinated system of transportation. 
We hear too much from enthusiasts and not enough from 
hard-headed economists who have no interest but the 
right. Waterways do not help the railroads, they hurt 
them. The same is true of motor trucks. The cases are 
a little different, however, because the trucks have a 
valuable function to perform. All that is needed in their 
case is to see that, in performing it, they have no unfair 
advantage. But the waterways are not needed at all. 
The only justification for them is low rates and whether 
these low rates are justified or not can be known only 
after some such study as we have suggested is officially 
made. Certainly, low rates made by the government it- 
self, with part of the real cost borne by the taxpayers, 
are not proper. 


A curious phase of waterway competition with the 
railroads is that, though the waterways are unfair com- 
petitors and though General Ashburn and his cohorts 
travel up and down the land spreading their unsound doc- 
trine favoring government operation and taking traffic 
from the railroads, they travel on railroad passes. We 
should think the railroads would at least have enough 
self respect to shut off this privilege. The government 
waterway has nothing to exchange for such free rail 
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transportation, for railroad men do not travel on barges, 
and there is no consideration we can think of entitling] 
waterway men to ride free on the railroads. But the com. 
placent ways of rail executives are past our under.) 
standing. 


MEDICINE FOR THE RAILROADS 


The railroads need neither purgatives nor surgery to Cure 
their ills, asserted M. J. Gormley, president of the American Rail-) 
way Association, in an address at the thirteenth annual meeting) 
of the medical and surgical section of the association, in Chicago, 
June 26. Mr. Gormley appeared in lieu of R. H. Aishton, chair.) 
man of the board, who was scheduled to speak. The meeting 
was a two-day affair, June 26 and 27, and brought together head 
medical and surgical officers of the railroads of the country. 

Fred W. Sargeant, president of the North Western, Was) 
among speakers scheduled to appear, but as he was unable to’ 
attend, his address was given by William T. Faricy, general) 
solicitor of the North Western. 

“The railroads,” said Mr. Gormley, “are accused of being] 
over-expanded, and all manner of preventive medicine is being) 
recommended, major amputations by elimination of lines not 
now needed on account of depressed business conditions through- 
out the country, violent doses of purgatives and cathartics with-) 
out number, all on the premise that present-day business condi-/ 
tions in this country are on a permanently low level. ; 

“IT can’t agree to any such proposition. Some day we are) 
all going to get back our health and normal living, and when? 
we do the railroads will get back theirs and will be stronger) 
and more vigorous than ever. 


“Some times, as you doctors know from experience, a patient 7 


grows so sick that the doctors give him up and are ready to 
turn him over to the undertaker. In those cases it often happens | 
that the patient himself, when the doctors and surgeons have : 
turned thumbs down on him, determines to get well in spite} 
of them, applies his own remedies and actually does get well H 
and hearty, to the confusion of his advisers. So with the rail-|7 
ways today; they have had so many Jeremiahs shedding tears > 


over their sad future that they are striking out for themselves 


and have expressed themselves as extremely confident that, / 
given an equal opportunity to compete with other transportation F 
agencies for the traffic of the nation, they can work their own? 
way back to economic health and prosperity. a 

“With the shackles they now have restricting their every 
movement, and with their competitors free to hit them below 
the belt where they may, no prescriptions or doctors in the 
world will bring them back to normal good health, but give 
them an equal opportunity and they will get back there without 
any question.” 

The following officers were elected by the medical and sur- 
gical section of the American Railway Association at its thir- J 
teenth annual meeting, in Chicago, June 26 and 27: Chairman, 
Dr. W. L. Hartman, Detroit, chief surgeon, New York Central; 
first vice-chairman, Dr. J. L. Nilsson, Omaha, Union Pacific; 
second vice-chairman, Dr. J. R. Garner, chief surgeon, Western 
Railway of Alabama; secretary, J. C. Caviston, American Rail- 
way Association, New York. 


OHIO CRUSHED STONE RATES 


Attack has been made on the legality of the Commission’s 
order in No. 25020, rates on crushed stone, sand, gravel and slag 
within the state of Ohio, 191 I. C. C. 206, in equity No. 859, 
Delphos Quarries Co. et al. vs. United States, the bill of com- 
plaint having been filed in the federal court for the southern 
Ohio district, western division, at Cincinnati, O. The com- 
plainants ask that the Commission’s order prescribing rates on 
the commodities mentioned so as to bring them up to the level 
of interstate rates be set aside. The order, by its terms, made 
the new rates effective June 1. The effect of the order was to 
increase the Ohio intrastate rates. 

Complainants, producers of crushed stone in northwestern 
Ohio alleged, among other things, that there was no evidence 
whatever before the Commission proving or tending to prove 
that there was competition between them and the quarries in 
Pennsylvania and West Virginia in the marketing of crushed 
stone, slag and gravel at destinations on and west of a line 
drawn through Cleveland, Akron, Zanesville and Pomeroy, O. 
Further, they allege that there was no evidence proving or tend- 
ing to prove that the rates from their quarries to the destinations 
in that territory were so low as to produce undue prejudice or 
disadvantage to the shippers of stone, gravel and slag from the 
quarries and slag producing points in Pennsylvania and West 
Virginia in the markets in the part of Ohio east of the line 
mentioned. 
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How tenuous is the hold the ordi- 
nary man has on the few dollars his 
bookkeeping shows he has made by rea- 
son of the rise in the prices of stocks 
and commodities is suggested by liter- 
ature sent to Washington newspaper 
correspondents by the “Committee for the Nation to Rebuild 
Prices and Purchasing Power,” signed by J. H. Rand, Jr., presi- 
dent of the Remington Rand, Inc. Among the documents was 
a news story to the effect that “the prices of commodities and 
securities throughout the United States fell today (June 15) in 
response to news of the mistaken policy being pursued by the 
American delegation in London,” the mistaken policy being an 
agreement for the pegging of the American dollar and the 
British pound at about four dollars to the pound. 

The committee suggests that to put American and British 
business on their old relative level, when the pound was equal 
to $4.86, the stabilization should be at $5.70 for a British pound. 
The committee thinks the American dollar should be depreciated 
to that point because the British depreciated their pound 31 
per cent before they went off gold and because our price level 
since we went off gold had increased only from 59 to 64 in index 
numbers. 

President Roosevelt, in the last session of Congress, was 
empowered to fix the amount of gold in a dollar and have ex- 
clusive jurisdiction over stabilization arrangements. 

By his own edict, the President could stabilize the dollar 
and the pound at $4 or less for a pound, and, in the view of the 
committee, more than wipe out all the increase in prices in 
stocks and commodities that had taken place in anticipation of 
inflation that, according to the administration’s plan, was to 
bring about price levels that prevailed in 1926. 

Prior to that legislation Congress, under the Constitution, 
alone had the power to fix the amount of gold in a dollar. But 
Congress handed that power over to the President—in violation, 
some think, of the Constitution. Now he holds it. If the com- 
mittee is correct in its conclusions as to the effect of a stabiliza- 
tion of the dollar and the pound at too high a ratio for the 
dollar, the President has it in his power to wreck many of his 
fellow Americans in their pocket nerve. 

Congress could not change the amount of gold in a dollar 
without passing a bill, an operation of notoriety and considerable 
time even under the marks set at the special session of Con- 
gress when the law-making body, in the view of men of the 
President’s political faith, treated the Constitution as a scrap 
of paper by handing most of its power to the President, invest- 
ing him with legislative as well as executive power. 

It may be that the committee is in error in its conclusion 
as to the effect of stabilization at too high a ratio, but it is com- 
posed of business men of size worth noting, being made up 
of Frederic H. Frazier, chairman, General Baking Company; 
Vincent Bendix, president Bendix Aviation Company; Less- 
ing J. Rosenwald, chairman, Sears, Roebuck and Company; F. 
H. Sexauer, president, Dairymen’s League Cooperative Asso- 
ciation, Inc.; and Mr. Rand. 

The committee said it had faith in the fixity of the Presi- 
dent’s purpose to raise the level of prices, in his statesmanship, 
and his sound economic sense. It added its belief that he 
would not accede to any proposal that would set the country 
back into conditions from which it had been emerging, thereby 
admitting his power to “play hob” with the bookkeeping profits 
that had resulted from the increase in prices. And, it might 
be added, there is nothing he is required to do publicly before he 
“plays hob,” such as Congress must do when it passes a bill. 

A thought at this writing, just after 
the first hearing on a code of fair com- 
petition the national recovery act requires 
every industry to submit to the Presi- 
dent for approval, is that one of the 
partners is going to have little final say 
about wages and hours of labor. There has been much peaches 
and honey in the talk about the partnership. It may be pointed 
out that honey and peaches quickly ferment and turn sour. 


President Roosevelt 
May Not Be a 
Dictator, But— 





This Government 
and the Business 
Partnership Idea 
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Administrator Johnson, in one of his earliest talks, said 
that only employers would submit codes. That sounded well. 
But the minute the cotton spinning and weaving industry, more 
commonly called the cotton textile industry, submitted its code, 
the American Federation of Labor stepped in, objecting to the 
minimum wages agreed on by the industry, $11 a week in the 
north and $10 a week in the south. President Green said the 
minimum should be at least $14.40. The industry proposed 40 
hours a week. Labor said 30. 

The consuming public, which is to pay more for its cotton 
fabrics if the plans of the administration are made to work, 
was represented in name, at the hearing by a consumers’ ad- 
visory committee. Industry and labor were also represented by 
such committees. The hearing seemed to be in the nature of 
a town meeting to advise how much the owners of the mills 
were to pay to the operatives they hired and say how many hours 
the operatives might work. As things were going in that hear- 
ing there was no appearance of collective bargaining between 
employers and their employes, provided for in the recovery 
Statute. The community appeared to be arguing that question 
with representatives of the men who had built the plants as if 
the money used for that purpose was no longer private, but 
community property. 

Throughout the early hours of the consideration of that 
code, Administrator Johnson emphasized the partnership of in- 
dustry and government idea. Before that he had laid emphasis 
on a repudiation of the idea that there could be anything czar- 
istic about the matter. 

Labor representatives insisted that the code should forbid 
child labor, though representatives of the industry pointed out 
that the wage minima would assure only adult employment be- 
cause there would be no advantage in a mill employing children 
unless the wages were lower than those of adults. 


There was not in the meeting even a pretense that the 
things with which the convocation was dealing were interstate 
commerce or that the limitations to be set on hours and wages 
would apply only on interstate operations. The commerce 
clause, the thing in the Constitution giving the federal gov- 
ernment power for the regulation of business, was not even men- 
tioned, at least in the early part of the conference or hearing. 
All the things to be regulated by the code were, from their na- 
ture, to be things done in manufacture within the boundaries of 
a state. 

Gongress once thought that, under the theory of regulating 
interstate commerce, it could forbid the transportation of goods 
made, in any part, by child labor. The Supreme Court, however, 
said that statute was not a regulation of commerce among the 
states, or foreign countries, or with the Indian tribes. 


Many a man who has had to read cases arising under the 
commerce clause of the Constitution is wondering how those 
who will defend the government, in the event the recovery act is 
attacked in the courts, will proceed. There is also wonder how 
the courts, in view of the seeming acquiesence of business in 
the administration plans, will be able to hold, if they do, that 
the codes, enforceable by fines, are regulations of commerce 
among the states, or regulations for health or morals. 





At one time, it may be remembered, 
a tobacco company advised the feminine 
world to reach for a cigarette instead of 
a sweet. How much heed is given to ad- 
vice? 

In May, the Bureau of Internal Rev- 
enue has announced, the production of cigarettes bounced up- 
ward nearly five billions over April, giving the government an 
increase in cigarette revenue, May of this year over May of 
last, of 47.6 per cent. Better times and ten cents a package for 
cigarettes are accredited with this so desirable result on the 
revenue side of the matter. 

Disregarding of the advice about eschewing sweets, the 
country in 1932, according to the Department of Commerce, in- 
creased its per capita consumption of candy 1.3 per cent. But 
filling of, the sweet tooth did not cost as much, by the pound, 
as in 1931, by 19.6 per cent. Hard times, presumably, caused 
the folks to turn more largely to the lower-priced types of 
candy, bulk confectionery and bars. Makers of the types 
that increased the poundage, according to the government’s an- 
nouncement on the subject, paid more attention to things that 
appealed to the eye in the packaging of the bars, which were also 
cut into slices so as to make eating easier. 

Some time ago the government announced that Nevada was 
the heaviest per capita consumer of candy, a shocking thing 
when one remembered his mental picture of the rough and ready 
Nevadan in spreading sombrero and heavy boots struggling with 
nature in the raw. But, possibly, the ever changing colony that 
makes Reno famous the world over had something to do with 


They Reach for 
Both Sweets and 
Cigarettes 
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the heavy per capita consumption of candy, if not of the cig- 
arettes. 


Americans, if not others of the hu- 
man race, ride word hobbies. A few 
years ago millions hugged to _ their 
bosoms and exposed to view, even un- 
gracefully, in some instances, the French 
word “questionnaire” instead of ‘“ques- 
tionary,” the English word that is so old that at least one dic- 
tionary calls it archaic. The French word, believed by some to 
have been brought into use in the United States by Henry C. 
Hall, the former commissioner who practiced law in Paris 
from his youth up, probably was the only one ever seen by those 
who exploited it and to them it was a nice, sparkling thing to 
be cherished. 

Years before questionnaire, the “psychological moment” was 
the thing to be used wherever possible even if the combination 
had to be dragged in by the hair. A few years before that it 
was fin de siécle. 


And now the National Recovery Administration is bound 
to use “to orient” and the “law merchant” because they are 
favorites of Hugh §S. Johnson, its head. From that fact, it is 
reasonable to infer, they will spread. Older lawyers who read 
about the law merchant in their student days may grin when 
they hear laymen mouthing that well known term as if they had 
found a truly delectable morsel.—A. E. H. 


RAILROAD RESEARCH 


Railroad research was discussed in both its general and 
technical aspects at a meeting held in Chicago under the aus- 
pices of the railroad division of the American Society of Me- 
chanical Engineers June 26. The occasion was the annual meet- 
ing of the association, extending throughout the week begin- 
ning June 25 and bringing together technical and engineering 
experts from all over the country. 

M. J. Gormley, president of the American Railway Associa- 
tion, who appeared in place of R. H. Aishton, chairman, who 
was scheduled to speak, challenged any other industry to show 
a more impressive record of research than that collectively pre- 
sented by the railroads. In part, he spoke as follows: 


Prepare Ye for 
Orientation and 
the Law Merchant 


For several years the railway industry, due to existing business 
conditions, has, with difficulty, kept its head above the rising tide 
of economic and financial problems. I assert without hesitation that 
more efficient and economical operation, the result of research and 
mechanical improvement, is all that has saved the railways from 
extinction in this period. In the future I look for further improve- 
ments in mechanical methods and believe that such improvements 
will be a large factor in bringing the carriers back to a normal 
basis. 

Since your Society was formed fifty years ago, the transporta- 
tion demands have continued to multiply, so that, in 1929, they were 
ten times as great as in 1879. In that fifty-year period, the popula- 
tion increased 150 per cent, but the average railway transportation 
demand per individual increased four-fold. In other words, every 
man, woman and child in the United States needed four times as much 
railway transportation under the conditions that existed in 1929 as 
they did fifty years previously, so that the measure of increase in 
population does not by any means indicate the measure of increase in 
transportation. 

In the development of railway transportation facilities, the mem- 
bers of your profession, through the mechanical improvements which 
they have been able to develop, have played a prominent part, and 
it is on you, your scientific ability, that the railroads must continue 
to depend for that part of their future development. It is this co- 
ordinated effort and cooperative spirit that has produced so many re- 
finements in rail service in the last decade. 

In the past fifteen years, the railroads have attacked, 
tively, more than three thousand problems dealing with operating 
and mechanical practices and construction standards. Of equal im- 
portance to this cooperative work is the research work being con- 
ducted either by the individual railroads through their own labora- 
tories and organizations or by manufacturers constantly working to 
develop better means and methods. ... 

You have heard a great deal about the elimination of waste as 
applied to the railroads. I doubt if there is a single activity in con- 
nection with the railroads where there has not been the most effec- 
tive action in elimination of waste and all of it has been put under 
the microscope of investigating and responsible eyes with a view of 
its elimination. ... 

I don’t want to create the idea that there isn’t an opportunity 
for cutting of costs. There is, and there always will be. But when 
anybody tells you that the railroads and their kindred industries are 
antiquated and out of date and have not taken advantage of their 
opportunities, you can go to this record and tell them, and you can 
challenge any other industry to show the same amount of progress. 
The facts, as shown by the record, are quite the reverse. The rail- 
Ways are required by law to produce adequate, safe and efficient 
service. They are producing such service to the best of their ability 
and will continue to do so as long as they are in existence. Never 
before in their history have they applied themselves more scientifically 
to that task. 


collec- 


Details as to the nature and extent of railroad research 
were presented by C. D. Young, vice-president of purchases, 
stores and insurance, Pennsylvania. He enumerated many of 
the “experiments” recently brought out of the transportation 
laboratory or still being studied there. Included in that enumera- 
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tion were studies to bring about further perfection in rails and 
rail attachments; air conditioning of passenger coaches, elimi- 
nation of noise in passenger equipment and increasing the com- 
fort provided for the passenger; 
roller bearings on rolling stock; stream-lining of equipment; 
use of lightweight, strong alloys in car construction, and a 
long list of mechanical developments. 

The physical and mechanical basis of railroad transporta- 
tion had been the subject of intensive study and investigation 
in an effort to perfect it, he said. He expressed the view, how- 
ever, that the “business affairs” of the railroads should be made 
the subject of similar scientific studies. Through some central 
agency, he held, the railroads should make intensive investiga- 
tion and study of such matters as “a sounder basis for making 
and adjusting rates and fares; new forms of transportation serv- 
ice and improvement of existing facilities; coordination of rail 
transportation with other agencies of service; better traffic 
salesmanship as an aid to more effective solicitation of business, 
and other kindred subjects.” 

Research into such matters by a central agency would be 
free of the stigma of competitive self-interest, he pointed out, 
and would permit thorough investigation for the benefit of all. 
“While it certainly can not be sail that railroad research is on 
a dead center in activities where centralized direction has been 
exercised,” he said, “nevertheless, it can be taken off dead cen- 
ter with respect to other matters, and whether it will move 
backward or forward will be determined by trial.” 

Other speakers included Samuel O. Dunn, editor, Railway 
Age; F. H. Hardin, assistant to the president, New York Cen- 
tral; L. P. Michael, chief mechanical engineer, Chicago and 
North Western, and C. T. Ripley, chief mechanical engineer, 
Santa Fe. 


REDUCTION OF I. C. C. EMPLOYES 
The Traffic World Washington Bureau 


Five hundred and twenty-nine employes in the Bureau of 
Valuation and 84 employes in the Bureau of Accounts, of the 
Commission, have been notified that, “because of a drastic 
cut in the appropr‘ation out of which you are paid, beginning 
July 1, 1933, it must place you on furlough without pay for a 
period of 90 days.” 

“This action is taken to preserve unimpaired, during that 
period, your status as a government employe while efforts are 
being made to find other employment for you,” said the Com- 
mission’s notice. “If this effort is not successful, then, due to a 
reduction in force, it will be necessary to separate you from 
the service at the expiration of the furlough. You personally 
should take all possible steps to find other employment, either 
in or out of the government. We shall be pleased to supple- 
ment your efforts, and we also shall take such steps as is 
possible to place you in other government employment.” 

Work for some of the furloughed Commission employes 
may be found in Coordinator Eastman’s organization or in some 
of the government organizations created to administer relief 
and industrial revival legislation passed by Congress at its 
recent session. 

Furloughing the employes instead of dismissiag them out- 
right, it is explained, gives them a preferred status if there 
is work to be had in another department of the government. 

There are 910 employes in the Bureau of Valuation and 
that number is to be reduced to 381. There are 310 employes 
ro = Bureau of Accounts and that number is to be reduced 
oO ; 

Secretary McGinty announced that also, as an experiment 
from July 1 to November 1, these two bureaus would enter 
upon a five-day week, TueSday to Saturday, inclusive. Under 
that arrangement, while the employes will be losing a day’s 
pay each week, they will receive a day’s pay for the four- 
hour day on Saturday. 

Congress provided $1,000,000 for the valuation work of the 
Commission for the fiscal year beginning July 1. This repre- 
sented a reduction of $1,750,000 as compared with the amount 
provided for the year ending June 30, 1933, and Congress had 
been advised that if the appropriation were cut to $1,000,000 
about 600 employes would have to be dismissed. 

For the Bureau of Accounts Congress provided $750,000 for 
the next fiscal year, as compared with $683,560 for the year 
ended June 30. However, the appropriation of $683,560 for the 
fiscal year 1932-1933 was less than half what it had been thereto- 
fore, with the result that many of the employes in that bureau 
were furloughed without pay for considerable periods of time 
in the last year. 

The legislation passed by Congress amending sections l5a 
and 19a of the interstate commerce act, however, eliminates 
the recapture work which the Bureau of Accounts was doing 
and permits a considerable drop in the valuation activities of 
the Commission. 
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Decisions of Interstate Commerce Commission 
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RAIL-BARGE-RAIL PIPE RATES 


HE Commission, by division 4, in I. and S. No. 3808, iron and 
steel articles, central freight association to southwest, has 
ound not justified, but without prejudice, proposed joint rail- 
barge-rail rates on pipe and related articles, from Youngstown, 



















MO., and points taking the same rates to destinations in the 


southwest, and the proposed cancellation of joint rates on iron 
nnd steel articles, from points in Pennsylvania, Ohio and West 
irginia to destinations in the southwest, in connection with 
he American Barge Line. The finding of nonjustification, carry- 


Wing with it a requirement that the suspended schedules be can- 


elled, was without prejudice to the filing on not less than five 


days’ notice of schedules publishing rates from Youngstown 
Wand points taking the same rates not less than the present 
parge-rail rates from Ambridge, Aliquippa and Glassport, Pa., to 
the same destinations. 


Upon protests by pipe manufacturers in the Pittsburgh, Pa., 


district and at Lorain, O., and the American Barge Line, the 
'}schedules were suspended. 
"pipe producers in the Pittsburgh district and at Lorain was 
Ydirected against the joint rates from Youngstown over routes 
in connection with rail lines to Ambridge, Aliquippa or Glass- 
"port, Pa., thence barge to Memphis, Tenn., or New Orleans, La., 


The report said the protest of the 


and rail beyond. These rates, the report said, were published 


4 as part of the adjustment required by the Commission’s order 
in Application of American Barge Line Co., 182 I. C. C. 521, and 
| 185 I. C. C. 483, Ex Parte No. 102. 


The contest over these schedules arose from the fact that, 


generally, on pipe and related articles to the southwest Youngs- 


town takes all-rail rates under those from Pittsburgh and that 


) the routes over which the lower rail-barge-rail rates were to 


apply would pass through the Pittsburgh district. The relation- 
ship of barge-rail rates via Cincinnati, O., and the Mississippi 
Valley Barge Line, on the one hand, and the barge-rail rates 
proposed in this case, on the other, was also brought into the 
case. The American Barge Line was listed among the pro- 
testants. It took the view, according to the report, that if the 
rates established pursuant to the Commission’s decision in 
Application of Mississippi Valley Barge Line Co., 167 I. C. C. 41, 
were observed as minima in constructing join rail-barge-rail 
rates on pipe from Youngstown to the southwest in connection 
with its route through interchange ports in the Pittsburgh dis- 
trict, the rates so constructed would in many instances exceed 
the rail-barge-rail rates from Youngstown to the southwest via 
Cincinnati and the Mississippi Valley Barge Line. Its view was 
that under such adjustment it would be unable to obtain traffic 
from Youngstown in competition with the Mississippi Valley 
Barge Line, and that the Youngstown shippers would be deprived 
of economies incident to the longer water haul from its inter- 
change ports in the Pittsburgh district. 


Commissioner Eastman, dissenting, said that in view of the 
technical departure from the long and short haul provision 
of section 4, resulting through the routing of traffic via inter- 
change ports in the Pittsburgh district, relief might be granted 
by an order since manifestly there would be no violation of 
section 3 by the rates. He said he thought the suspended 
schedules should have -been found justified. 


PUGET SOUND PASSENGER POOL 


The Commission, by division 6, in No. 23455, Puget Sound- 
Portland joint passenger train service, has approved a supple- 
mental contract among the Northern Pacific, Great Northern, 
and the Oregon-Washington Railroad & Navigation Co., amend- 
ing the terms and conditions of the original contract, which 
provided for the operation of five pooled passenger trains daily 
between Seattle, Wash., and Portland, Ore., and a division of 
earnings therefrom, so as to permit the parties to the pool to 
reduce the number of trains to three a day. The original con- 
tract for pooling service was made November 19, 1924. 

; The Commission said that the proposed curtailment of serv- 
ice Was an economy measure. Changes in train schedules, the 
report said, had been published in all Portland, Seattle and 
Tacoma newspapers and no complaints as to the adequacy of 
the proposed service had been received. The Commission said 
that the only objection to the application was made by local 
members of the train and engine service labor organizations. 
They contended, the report said, that the proposed curtailment 
of service would affect the seniority rights of enginemen, fire- 
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men and trainmen of the Northern Pacific, which, the report 
said, was a matter not within the Commission’s jurisdiction. 

The Commission approved changes in the contract pertain- 
ing to the division of earnings from the operation of the pooled 
service. 


NEAR NORTHWEST PASSENGER POOL 


Approval has been given by the Commission, division 6, in 
No. 25979, in the matter of the application of the Chicago & 
Northwestern Railway Co., Chicago, St. Paul, Minneapolis & 
Omaha Railway Co., Wisconsin Central Railway Co. and Minne- 
apolis, St. Paul & Sault Ste. Marie Railway Co., operating Wis- 
consin Central Railway Co., for authority to pool passenger 
train revenues and service between Duluth, Superior and Lake 
Region points and Chicago-Milwaukee, to a passenger pooling 
arrangement the nature of which is indicated by the title given 
by the Commission to the application. The pooling is to cover 
passenger train revenues and service including surcharges and 
baggage collections between the terminal points mentioned and 
provides for the interchangeability of tickets and service ar- 
rangements and the division of earnings, of the C. & N. W. sys- 
tem and the Soo Line system. 

The contract for such unified service and division of earn- 
ings was made in May to be effective for three years after the 
time it was approved by the Commission and thereafter from 
year to year unless prior to January 1 of any given year one 
of the parties had given notice to the other of the termination 
of the agreement on the succeeding May 14. The contract is 
between the Chicago & North Western and the Soo Line, as 
principles. 

As illustrative of possible savings the report sets forth that 
prior to May 1, 1932, the Soo operated two daily trains with 
which this report had concern between Minneapolis and St. 
Paul, termed the Twin Cities and Chicago, one in each direction, 
and one daily train between Duluth and Superior, on the one 
hand, and Chicago and Milwaukee, on the other, in each direc- 
tion. On that date the Twin Cities-Chicago trains were con- 
solidated with the Duluth-Chicago trains between Rugby Junc- 
tion, Wis., and Chicago. That eliminated the operation of one 
train between Chicago and Rugby Junction, the latter 118 miles 
north of Chicago. Since that consolidation, the report says, 
the Duluth train, while maintaining approximately the same 
schedule between Duluth and Chicago as it had prior thereto, 
had also made the local stops between Chicago and Rugby 
Junction. The withdrawal of the train between Rugby Junction 
and Chicago, the report said, resulted in a reduction of 236 
train miles daily at an estimated saving of $107,675 a year. 

This unification of services is proposed so as to obviate 
the necessity for the inauguration of additional service on ac- 
count of an increase in travel in the summer months among 
summer resorts between Altoona and Spooner, Wis. Under the 
terms of the contract each party agrees to continue the mainte- 
nance of through passenger train service between the termini 
and within the territory, substantially the equivalent of the 
through service now rendered. The contract provides that re- 
gardless of the route over which passengers may travel total 
revenue from the traffic shall be divided monthly between the 
Soo and the Northwestern upon the basis of the volume of traffic 
handled by the respective carriers in 1932, the Soo having 
handled 27 per cent. of the total and the Northwestern 73 
per cent. 

The applicants, the report said, showed that in the past four 
years the passenger business had progressively decreased from 
60 to 65 per cent in the territory involved in this proceeding. 
Present business conditions and improvements in highways and 
other means of transportation, said the report, had reduced the 
necessity for the volume of train service as was necessary in 
past years. The present train service, the report added, ap- 
peared ample to serve the public. 


COMMISSION REPORTS 


Logs 

No. 22548, Farris Hardwood Lumber Co, et al. vs. L. & N. 

et al. By the Commission. Dismissed. Report written by Com- 
missioner Mahaffie. On further hearing, finding in the prior 
report, 178 I. C. C. 671, that rates, logs, points in Arkansas and 
Louisiana west of the Mississippi River, to Nashville, Tenn., 
were unreasonable, modified to a finding that they had not been 
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shown to be unreasonable. Rates for application in southeastern 
territory as required by the original report are now in effect. 
The proceeding has been dismissed as to the rates from points 
in Arkansas and Louisiana west of the Mississippi River to 
Nashville. Commissioner Eastman dissented, being unable, he 
said, to join in the finding that the rates had not been shown to 
have been unreasonable. Chairman Farrell concurred in that 
dissent. Commissioner McManamy, also dissenting, said he dis- 
agreed with the majority because he said the record on further 
hearing did not show that any error was made in the original 
findings. 
Crushed Stone 

No. 25135, increases in intrastate freight rates and charges, 
part 13, West Virginia. By the Commission. Supplemental 
report. Prior report, 191 I. C. C. 351, and order requiring mainte- 
nance on intrastate commerce in West Virginia of rates not 
lower than those then in force, plus surcharges corresponding 
to the surcharges maintained on interstate traffic, modified to 
except therefrom the intrastate transportation of crushed stone 
from Greer to Moundsville, W. Va., and points intermediate 
thereto, so as to enable the B. & O. to establish a rate of 80 
cents a net ton to meet truck competition. But for this excep- 
tion a rate of $1 a ton would be applicable. An order reopen- 
ing this case was issued by the Commission coincidentally with 
the supplemental report thereon. 


Citrus Fruit, Etc. 

I. and S. No. 3855, citrus fruit from Florida via St. Louis- 
San Francisco Railway. By division 2. Proposed reduced rates, 
citrus fruit and pineapples originating in the peninsula of 
Florida and moving into Pensacola, Fla., by water, from ship- 
side at Pensacola to destinations on the St. Louis-San Fran- 
cisco found justified. Order of suspension vacated and pro- 
ceeding discontinued. A typical reduction, it is believed, was 
from Pensacola to Kansas City, Mo., from 99 to 65 cents. It 
was contemplated by the St. Louis-San Francisco and shippers 
that the movement of fruit would be by truck to Tampa, Fla., 
the Bull Steamship Lines to Pensacola, and the Frisco beyond. 
The Commission said the evidence demonstrated that the pro- 
posed rates via the route under consideration would be reason- 
ably compensatory and that there was no substantial evidence 
to justify a find'ng of undue prejudice. The protsetants were 
carriers serving Florida and Texas producing territories, con- 
necting lines of the Florida carriers, and the L. & N., which 
serves Pensacola. 

Charcoal 


No. 25382, Memphis Freight Bureau for Forest Products 
Chemical Co. vs. G. S. & F. et al. By division 3. Dismissed. 
Rate applicable prior to December 19, 1930, charcoal, Memphis, 
Tenn., to Tampa, Fla., not unreasonable’ or otherwise unlawful. 


Wooden Water Pipe 


No. 25374, Pacific Tank & Pipe Co. et al. vs. B. & M. et al. 
By division 5. Dismissed. Rate, wooden water pipe, Oakland 
(Melrose), Calif., to Rutland, Mass., and Marcus Hook, Pa., ap- 
plicable and not unreasonable. 


Asphalt 
No. 25483, Interstate Amiesite Co., Inc., vs. Pennsylvania. 
By division 3. Dismissed. Rate, asphalt, Point Breeze, Phil- 
adelphia, Pa., to Wilmington, Del., not unreasoanble. 


Lumber and Forest Products 


No. 25436, Wisconsin Land & Lumber Co. vs. Ann Arbor 
et al. By division 5. Interstate rates, lumber and forest prod- 
ucts, Hermansville, Mich., to points in central territory, not un- 
reasonable or unduly prejudicial, except that those to Indian- 
apolis, and Muncie, Ind., and Munith, Pontiac, Reading, and 
Ypsilanti, Mich., were unreasonable to the extent they ex- 
ceeded those contemporaneously applicable to those points from 
Iron Mountain, Mich. Complainant entitled to reparation. 


Brick 


No. 24995, Fairchild Clay Products Co. vs. A. T. & S. F. 
et al., embracing also a sub-number, Same vs. C. B. & Q. By 
division 4. Rates, brick and articles taking the same rates in 
the general brick list and common brick, Endicott, Neb., to 
points in northern portion of Kansas, are, and for the future will 
be, unreasonable to the extent they exceed or may exceed the 
rates prescribed for similar distances and on the same com- 
modities in Southwestern Brick cases, 107 I. C. C. 861, 113 I. C. 
©. 166, 366 b. ©. C. 391, 167 1. C. C. 467,. and 173 1. C. C. 570 
Present authorized emergency increases may be added. Order 
for future effective on or before September 28. In the sub- 
number it was alleged that the rate of 21.5 cents on ten ecar- 
loads of common brick and building tile shipped since June 1, 
1931, from Endicott to Gillette, Wyo., was unreasonable. Par- 
ties agreed to have this issue determined by findings in Ne- 
braska Brick & Tile Manufacturers’ Association vs. C. & N. W., 
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183 I. C. C 472. Accordingly, Commission found that rate 
charged was inapplicable and that the applicable rates were 
40.5 cents prior to December 3, 1931, and 36 cents thereafter. 
Applicable rates unreasonable to extent they exceeded 12 per 
cent of the correspo:xding first class rate prescribed in the west- 
ern trunk line revision. Waiver of outstanding undercharges 
authorized. Commission found that the rates assailed in No. 
24995 were not unreasonable in the past. Commissioner East- 
man concurred as to the rates for the future, but dissented from 
the denial of reparation. 


Sheep and Cattle 


No. 20549, Concho Livestock Co. et al. vs. A. T. & S. F. et al., 
embracing also two sub-numbers, John Hennessy et al. vs. Same 


et al. and Arizona Wool Growers’ Association et al. vs. Same § 


et al., and No. 19961, sub-No. 1, F. A. Reid vs. A. T. & S. F. 
et al. Report of Commission on further hearing. By division 2. 
Basis determined for computing reparation under rates. on 
sheep, in single and double deck carloads, and on Cattle, be- 
tween points in Arizona and California, found reasonable in 
original report, 178 I. C. C. 501. Complaint in No. 19961, sub-No. 
1, dismissed. 
Coal 


Fourth Section Applications Nos. 14300 and 15076. 
from Alabama to Florida. Supplemental report of the Commis- 
sion. By division 3. Relief from long and short haul provision of 
section 4 in rates on bituminous coal, Alabama mines to Panama 
City and Millville Junction, Fla., authorized in 186 I. C. C. 504, 
modified to include Lynn Haven Station and Bay Harbor, Fla., 
by means of supplemental fourth section order No. 11000. 


Cement 
Fourth Section Application No, 13425, cement in trunk line 
territory. Supplemental report of the Commission. By 
division 3. Relief from the long and short haul provision of 


section 4 in rates on cement from points in Maryland, New 
Jersey, New York, Pennsylvania, Virginia and West Virginia to 
destinations in trunk line territory and points adjacent thereto, 
and in the 60 per cent group of central territory, authorized in 
174 I. C. C. 224, modified to include cement mixture in mixed 
carloads with cement, by means of twelfth supplemental fourth 
section order No. 10599. 


Steel Stairs, Etc. 


No. 25635, Mesker Brothers Iron Co. vs. C. M. St. P. & P. 
et al. By division 3. Reparation of $38.34, with interest, 
awarded on finding inapplicable less-than-carload rate on steel 
stairs, stair facings, newel posts, and pieces of stair railing, 
St. Louis, Mo., to Mitchell, S. D. Applicable rate 72.5 cents. 


Stocker Calves 


No. 25527, Austin Lowery vs. C. & N. W. By division 4. 
Reparation of $4.50, with interest, awarded on finding charges, 
stocker calves, Bassett, Neb., to Woodbine, Ia., unreasonable 
to extent they exceeded those based on the aggregate of inter- 
mediate rates, 28.5 cents, minimum 22,000 pounds, to Missouri 
Valley, and 7.5 cents, minimum 20,000 pounds, beyond. 


Agricultural Limestone, Etc. 


No. 25481, Olds & Whipple, Inc., vs. N. Y. N. H. & H. By 
division 4. Complainant entitled to reparation on finding rate, 
agricultural limestone and dolomite, West Stockbridge and Ash- 
ley Falls, Mass., to East Hartford, Conn., applicable as to ship- 
ments from West Stockbridge and inapplicable as to shipments 
from Ashley Falls. Applicable rate from Ashley Falls was 
$1.30, minimum 90 per cent of the marked capacity of the car. 


Lime, Etc. 


Fourth Section Application No. 14186, lime, limestone, and 
marl to Virginia. By division 2. By fourth section order No. 
11280, authority granted, on conditions, to establish and main- 
tain rates on lime and ground or pulverized limestone and 
marl, points in Maryland, Virginia and West Virginia to des- 
tinations in Virginia, without observing the long-and-short haul 
provision of section 4. Rates from, to and between the higher 
rated intermediate points shall not exceed rates on the basis 
prescribed in North American Cement Corporation vs. A. & R., 
153 I. C. C. 431, 163 I. C. C. 701. Circuity limitations imposed. 
Commissioner Tate concurring, said he approved the report, 
without the imposition of the equidistant clause, while voting 
as a member of a division out of deference to the action of the 
Commission in Commodity Rates on Lumber and Other Forest 
Products, 165 I. C. C. 561. 

Scrap Iron and Steel 

No. 23251, Sub. No. 2. M. D. Friedman Co. vs. C. & O. et al. 
Report on further hearing. By the Commission. Dismissed. 
Finding in 174 I. C. C. 273, 280, reversed as to applicability of 
rate, scrap iron and steel, Lexington to Ashland, Ky., which 
or:ginated at Princeton and New Albany, Ind., and moved to 
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Lexington as railroad company material. Transportation now 
found not subject to interstate commerce act, inasmuch as trans- 
portation from Lexington to Ashland was unconnected with 
any interstate common carrier transportation. Commissioner 
Porter, dissenting, said the facts in the case were in all respects 
similar to those in Hyman-Michaels Co. vs. S. A. L., 152 I. C..C. 
345, wherein the Commission determined that the movement of 
steel rails and track material was interstate. Commissioner 
Mahaffie, dissenting, said the transportation was _ interstate. 
Commissioners Lee and Tate noted dissents. 


Wooden Boxes 


No. 24900, E. I. DuPont de Nemours & Co. vs. B. & M. et al. 
By division 4. Complainant entitled to reparation on finding 
rates, new wooden boxes, nested, Deering Junction, Me., to 
Powder, W. Va., unreasonable on shipments prior to August 17, 
1930, to extent they exceeded combination rate of 93.5 cents 
contemporaneously in effect; from Dec. 3, 1931, to Sept. 16, 1932, 
to extent they exceeded the fourth-class rate of 78 cents. Fourth- 
class rating and rate in effect on and after Sept. 17, 1932, not 
unreasonable. 

Broken Brick Bats 


No. 25303, Atlas Steel & Supply Co. vs. Pennsylvania. By 
division 4. Complainant entitled to reparation on finding rate 
of $1.95, broken brick bats, having value for crushing or grind- 
ing purposes only, Leetonia, O., to Templeton, Pa., inapplicable. 
Applicable rate, $1.50, not unreasonable. 

Cement 

No. 25320, Oklahoma Portland Cement Co. vs. C. R. I. & G. 
et al. By division 4. Dismissed. Rate, cement, Ada, Okla., to 
Shamrock, Tex., not unreasonable. 


Scrap Rubber 


No. 25378, Shelbyville Harness Co. vs. I. C. et al. By divi- 
sion 3. Reparation of $57.54, with interest awarded on finding 
rate, L. C. L., scrap rubber, Chicago, Ill., to Shelbyville, Tenn., 
inapplicable. Applicable rate, 83 cents. First class rate of $1.50 
applicable on rubber mats was collected. 

Liquid Chlorine 

No. 25543, Metal & Thermit Corporation vs. C. of N. J. et al. 
By division 3. Complainant entitled to reparation on finding 
rate, liquid chlorine, in tank cars, Wyandotte, Mich., to Carteret, 
N. J., applicable but unreasonable to extent it exceeded 55 cents. 
Commissioner Lee, dissenting, said he believed the award of 
reparation was unwarranted. 

Oil 

No. 25208, Genoa Oil Co., Inc., vs. C. R. I. & P. et al. By 
division 8. Dismissed. Rate, oil, tank cars, Parco, Wyo., to 
Genoa, Colo., not unreasonable or otherwise unlawful. 


Bags 

No. 24809, Rea-Patterson Milling Co. vs. M. P. et al. By 
division 4. Less-than-carload rates, clayed cotton and burlap 
bags, in machine-pressed bales, from Nashville and Chattanooga, 
Tenn., Chickamauga, Ga., and New Orleans, La., to Coffeyville, 
Kan., inapplicable in some instances. Applicable rate, burlap 
bags, from New Orleans and Nashville, found to have been 151 
cents and not unreasonable or otherwise unlawful, Applicable 
rates, clayed cotton bags from Nashville, Chattanooga and Chick- 
amauga, prior to July 1, 1930, found to have been 163, 182.5 and 
182.5 cents, respectively; from July 1, 1930, to Dec. 8, 1930, in- 
clusive, found to have been 154, 173.5 and 173.5, respectively; 
and on and after Dec. 9, 1930, found to have been 178.5, 195.5 
and 198.5 cents, respectively; and not unreasonable or other- 
wise unlawful. Reparation awarded. 


Petroleum Products 


No. 24763, City of Beaver City et al. vs. A. T. & S. F. et al. 
and two sub-numbers thereunder, S. A. Minniear vs. Same and 
Farmers Cooperative Association vs. Same. By division 3. 
Rates, gasoline and other petroleum products taking the same 
rates, groups of origin in Kansas and Oklahoma to Beaver City, 
Lebanon, Eustis, Farnam, Bushnell and Kimball, Neb., and Hud- 
son, Colo., unreasonable to the extent they exceeded those which 
were found reasonable for the past in A. B. A. Independent Oil 
Co. vs. A. T. & S. F., 172 I. C. C. 375 and Porter Oil Co. vs. Same, 
172 I. C. C. 407. With those exceptions assailed rates found not 
unreasonable. Reparation awarded. 


BURLINGTON ABANDONMENT 


Abandonment by ‘the Chicago, Burlington & Quincy Rail- 
road Co. of its branch line extending from a point 1.10 miles 
north of Atchison, Kan., to Rulo, Neb., 44.72 miles, has been 
authorized by the Commission, division 4, in Finance No. 9601. 
The proposal to abandon was opposed. 

The Commission said the territory served had not been 
exempt from the effects of the general business depression but 
that the decline in traffic handled on the branch was mainly 
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the result of active highway competition which had grown in 
intensity, especially since 1929. 

“There are in the territory 42 truck operators performing 
transportation service for hire,” said the Commission. “Many 
farmers own trucks and haul livestock and other commodities 
for themselves and, on occasion, for their neighbors. Com- 
mercial houses of St. Joseph, Kansas City, Falls City, and other 
points distribute goods in the territory by truck. Use or 
patronage of trucks is explained, in part, by discontent with 
the rail rates, facilities, and service, but, in general, the con- 
trolling factors are the relative cheapness and greater con- 
venience and flexibility of truck service.” 

The Commission said that use of the branch by people 
of the tributary territory had been materially reduced in recent 
years through diversion of their travel and freight to motor 
vehicles operating on the highways. It said the volume of 
business now available was not sufficient to produce revenues 
that would support the cost of operating the line even under 
conditions favoring minimum expense. Consequently, it said, 
operation of the line involved losses which were an unjustifiable 
burden on interstate commerce, and the record offered no 
definite prospect of any such increase in the traffic as to 
justify the hope that the line might become self-sustaining. 
Atchison and Rulo will continue to be served by railroad. 


GOLD LAW ACTION 


In Finance No. 9963, the Commission has issued an order 
modifying its order of May 23, 1933, so as to permit the Great 
Northern Railway Co. to stamp on each of the $45,000,000 of 
general mortgage 6 per cent gold bonds, series F, authorized 
herein, a legend to the effect that the obligation contained therein 
is subject to Public Resolution No. 10 of the Seventy-third Con- 
gress taking the United States officially off the gold standard. 

In Finance No. 9894, the International-Great Northern Rail- 
road Co. has asked modification of its report, certificate and 
order so as to eliminate the word “gold” with respect to 
$2,652,500 of first lien and refunding gold mortgage bonds of 
the Galveston, Houston & Henderson Railroad Co., to comply 
with the provisions of the joint resolution of Congress taking 
the United States off the gold standard. 


CENTRAL PACIFIC BONDS 


In a report in Finance No. 9941, Central Pacific Railway Co. 
bonds, the Commission has granted authority to the Central 
Pacific to issue $360,000 of through short line first mortgage 4 
per cent gold bonds to be delivered to the Southern Pacific 
Co. at par in part payment for advances, and authority to the 
Southern Pacific Co. to guarantee the bonds and to pledge and 
repledge them from time to time for short term notes. Com- 
missioners Porter and McManamy dissented for the reasons set 
forth by Mr. Porter in his dissent to the report of June 6, 1933, 
authorizing the issuance of $614,000 of bonds. (See Traffic 
World, June 17, p. 1212.) 


T. & W. ABANDONMENT 


The Toledo & Western Railway Co., in Finance No. 9469, 
has been authorized by the Commission, division 4, to abandon 
that part of its electric line extending from Allen Junction to 
Pioneer, 43.3 miles, in Lucas, Fulton and Williams counties, O., 
and Lenawee county, Mich., subject to the express condition 
that the carrier shall sell the line or parts thereof within six 
months to any person or persons desiring to buy the same for 
continued operation and offering to pay thercfor a price equal 
to its fair net salvage value. 

Protests against abandonment were received from many 
shippers, property owners and others. The Commission found 
that there was no evidence that, if the line were continued in 
operation, the residents and property owners, who would sus- 
tain some loss on abandonment, would furnish sufficient traffic 
to make any material reduction in the operating losses. Under 
these conditions, it said, the continued operation of the line 
would be a constant drain on the resources of the applicant and 
a burden on interstate commerce. 


PROPOSED REPORTS 
Liquid Asphalt 

No. 25534, State of Idaho, ex rel., Harry C. Parsons vs. 
P. & I. N. et al. By Examiner L. H. Dishman. Rate, liquid 
asphalt, Willbridge, Ore., to Cambridge, Ida., proposed to be 
found unreasonable to the extent it may exceed 42.5 cents. 
New rate recommended. 

Gasoline 

No. 25537, Alliance Motor Co. vs. C. B. & Q. et al. By 
Examiner C. Garofalo. Dismissal proposed. Rates, gasoline, 
Arkansas City and Coffeyville, Kan., to Alliance, Neb., not 
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shown to have been or to be unduly prejudicial or in violation 
of section 4. 
Rough-Quarried Marble 


No. 25669, Northwestern Marble Corporation vs. C. M. & 
St. P. et al. By Examiner Carl A. Schlager. Dismissal pro- 
posed. Rate, rough-quarried marble, points within the lighter- 
age limits of New York Harbor to Minneapolis, Minn., not un- 
reasonable. 
Power Shovels, Etc. 


No. 25765, Alvin C. Smith et al. vs. C. B. & Q. et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Rates, gaso- 
line power shovels and excavating machinery, Milwaukee, Wis., 
to Scottsbluff, Bayard, and Mitchell, Neb., not unreasonable or 
otherwise unlawful. 


Liquefied Chlorine 


No. 25777, J. T. Baker Chemical Co. vs. Lehigh Valley et al. 
By Examiner Harold M. Brown. Rate, liquefied chlorine, in 
tank cars, Wyandotte, Mich., to Phillipsburg, N. J., proposed 
to be found applicable, but unreasonable to the extent it ex- 
ceeded 53 cents. Reparation proposed. 


Steel Ranges 


No. 25874, Knapp & Spencer Co. vs. Alton et al. By Ex- 
aminer John Davey. Rates, steel ranges, carloads, O’Fallon, 
Ill., to Sioux City, Ia., proposed to be found unreasonable to the 
extent it exceeded 42 cents. Reparation of $49.08 proposed. 


Petroleum Products 


Fourth Section Application No. 14839, petroleum products 
from New Orleans, La., group to Mobile, Ala. Report on further 
hearing. By Examiners E. J. Hoy and P. S. Peyser. Recom- 
mend that applicants be authorized to establish rates, gasoline 
and kerosene, tank-car loads, from New Orleans-Baton Rouge, 
La., group to Mobile, Ala., without observing long-and-short-haul 
provision of section 4, to meet water competition. Examiners 
said that prior to revision of March 15, 1932, growing out of 
Petroleum and Its Products, 171 I. C. C. 286, rates on gasoline 
and kerosene from New Orleans and Baton Rouge to Mobile 
were 16.5 and 18.5 cents, respectively. These rates were in- 
creased to 28 and 30 cents, respectively. Carriers now propose 
to establish a rate of 14 cents from all origins in the New Or- 
leans-Baton Rouge group to Mobile. Representatives of the 
Standard Oil Co. of Kentucky, Pan American Petroleum Cor- 
poration, Shell Petroleum Corporation and Sinclair Refining Co. 
said they would make shipments by rail if proposed rate were 
established. Examiners said authority to establish the proposed 
rate over routes via Jackson and Newton should be denied, 
holding that those routes appeared excessively circuitous. They 
also recommended denial of authority to establish the rate pro- 
posed on fuel oil from and to the same points, stating the 
record contained no evidence as to the movement of fuel oil. 


P, O. & D. ABANDONMENT 


Examiner J. S. Prichard in Finance No. 9472, Pennsylvania, 
Ohio & Detroit Railroad Co. et al. proposed abandonment, has 
recommended that division 4 find that the present and future 
public convenience and necessity permit the applicant to aban- 
don a branch line in Hamilton County, O., 1.35 miles long, and 
the Pennsylvania Railroad Co. to abandon operation of that 
branch. The branch serves a residential area about 11 miles 
north of Cincinnati. Passenger service was discontinued in 
1926 and for several years, according to Prichard’s report, freight 
service was only rendered at such times as the needs of the 
territory required. The Commission, by division 4, in P. O. & 
D. proposed abandonment, 162 I. C. C. 755, denied permission 
to abandon the branch because an increase in traffic was ex- 
pected. The increased traffic, however, according to the car- 
riers, failed to materialize. Abandonment, the carriers said, 
would save operating deficits of about $1,402 a year. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9955, permitting the Red River 
& Gulf Railroad to abandon operation under trackage rights over a 
line of railroad extending from Louisiana Junction to Cocodrie in 
Rapides and Evangeline Parishes, La., approved. 

Report and certificate in F. D. No. 9973, permitting the Louis- 
ville & Nashville Railroad Company to abandon part of its Red Gap 
branch in Jefferson County, Ala., approved. 

Report and certificate in F. D. No. 9956, authorizing the Texas 
& New Orleans Railroad Company to operate, under trackage rights, 
over certain tracks of the Vicksburg, Shreveport & Pacific Railway 
Company, Yazoo & Mississippi Valley Railroad Company, lessee, in 
Shreveport, Caddo Parish, La.; approved. 

Report and certificate in F. D. No. 9964, permitting the Jeffer- 
son & Northwestern Railway Company to abandon part of its rail- 
road in Cass and Morris Counties, Texas, approved. 

Report and certificate in F. D. No. 9888, permitting the Seaboard 
Air Line Railway Company and its receivers to abandon part of a 
branch line of railroad in Gilchrist County, Fla., approved. 

Report and certificate in F. D. No. 9946, permitting (a) the 
Ohio & Kentucky Railway Company and the Caney Valley Railway 
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Company to abandon, as to interstate and foreign commerce, their 
entire lines of railroad in Breathitt, Wolfe, and Morgan counties, 
Ky., and (b) Guy W. Leslie, receiver of the former, to abandon op- 
eration, as to interstate and foreign commerce, of the railroad of 
said companies, approved. 

Report and certificate in F. D. No. 9989, permitting the St. Louis- 
San Francisco Railway Company and its receivers to abandon a branch 
line of railroad in Pawnee county, Okla., approved. ° 


FINANCE APPLICATIONS 


Finance No. 10051. 


Gulf, Colorado & Santa Fe Railway Co. asks 
authority to abandon 


and dismantle its Saratoga branch, approxi- 
mately 9.17 miles, diverging from applicant’s main line at Bragg, 
Tex., to Saratoga, Tex. 

Finance No. 10052. Long Island Railroad Co. asks authority to 
abandon that portion of its Wading River branch, extending from 
Mile Post 58 about one-half mile east of Port Jefferson Passenger 
Station to terminus at Wading River, approximately 11 miles, in 
Suffolk county, N. Y. 

Finance No. 10053. California & Oregon Coast Railroad Co. asks 
authority to construct extension of its line from Waters Creek, Ore., 
to Crescent City, Calif., 72 miles. The existing line extends from 
Grants Pass to Waters Creek, Ore., 14.61 miles. The extension will 
serve the richest undeveloped 100 miles in the United States, according 
to applicant. The prospective traffic consists of timber, mineral and 
agricultural resources, which is unsuited to truck transportation, ac- 
cording to applicant. Applicant proposes to finance the construction 
by a loan from the R. F. C. 


COMMISSION ORDERS 


No. 25973, Walter S. Franklin and Frank C. Nicodemus, Jr., re- 
ceivers of Wabash, vs. Kansas City Terminal. C. B. & Q. permitted 
to intervene. 

No. 17304, International Oil Co. et al. vs. A. & S. et al. Mary A. 
Colwell and Charles A. Mayer, partners doing business as Colwell- 
Mayer Oil Co., and T. A. Thronson permitted to intervene. 

Finance No. 3385, Construction of extension by Cambria & In- 
diana. Time prescribed in certificate as extended, within which the 
Cambria & Indiana shall commence and complete construction of 
extension of its railroad therein authorized, is further extended to 
July 1, 1934, and June 30, 1935, respectively. 

No. 25209, Babcock & Wilcox Tube Co. et al. vs. A. & W. et al. 
and No. 25276, Clayton Mark & Co, et al. vs. Alton et al. Order of 
May 9, 1933, is modified so as to provide for a period of notice of not 
less than one day in lieu of 30 days as specified in said order of 
May 9, 1933, provided, that rates published pursuant hereto shall 
be made effective from all points of production to all destinations 
named in these proceedings and on the same date. 

No. 17000, part 3, cotton, rate structure investigation, and cases 
grouped therewith. Orders entered herein on April 21, 1931, and 
January 11, 1932, respectively, as subsequently modified by order of 
June 7, 1932, are further modified by eliminating the date, August 
1, 1933, appearing in the last line of the first ordering paragraph of 
said order of June 7, 1932, and substituting in lieu thereof the date 
August 1, 1934. 


No. 13413, In the matter of automatic train control devices—Nor- 
folk & Western. Petition of N. & W. for further modification of 
orders entered June 13, 1922, and January 14, 1924, denied. 


No. 13535 et al. Consolidated Southwestern Cases. The order 
heretofore entered in said proceedings on April 5, 1927, as since 
amended, is suspended, for the period of 90 days from the date hereof, 
so far as it would prevent establishment and maintenance of a re- 
duced carload minimum weight for watermelons, for application from 
and to particular points of origin and destination, without corre- 
sponding reduction for application from or to other points of origin or 
destination or both. 


Finance No. 8098, Southern Pacific et al. construction, Finance 
No. 8161, Western Pacific construction, Finance No. 8198, A. T. & 
S. F. construction and Finance No. 8449, City of Stockton construc- 
tion. Time prescribed in said certificate within which the applicants 
herein shall complete construction of lines of railroad therein author- 
ized is extended to December 31, 1933. 

Finance No. 4895, Samokin, Sunbury & Lewisburg Railroad Co. 
bonds. Second supplemental order, on petition of Reading Co., per- 
mitting Reading Co. to pledge with trustee of its general and re- 
funding mortgage dated January 2, 1924, $63,000 of first mortgage 
bonds, and $7,000 of second mortgage bonds, of the S. S. & L., to 
effect release to the Reading Co. of $70,000 of funds. 

Finance No. 9999. St. Paul, Minneapolis & Manitoba Railway Co. 
bonds. Second supplemental order on petition of Great Northern 
Railroad Co, taking cognizance of underwriting agreement of June 
9, 1933, between the Great Northern and the First National Bank of 
the City of New York, respecting $10,491,000 of St. Paul, Minneapolis 
& Manitoba Railway Co. consolidated mortgage gold bonds and pro- 
viding that the compensation to be paid in connection with the ex- 
tension shall not exceed a sum equal to 1% per cent of the $10,491,000 
of bonds, which the First National as underwriter has agreed to pur- 
chase or find purchasers for, and in addition thereto a sum equal to 
1 per cent of the bonds, which it shall purchase or find purchasers 
for, together with all necessary expenses in connection with the ex- 


tension, including counsel fees, cost of advertising and transfer 
taxes. 
Valuation No. 1195. F. J. & G., Gloversville & Broadalbin, and 


Johnstown, Gloversville & Kingsboro Horse. Petition of Western 
Union ete Co. for leave to intervene and be made a part hereto 
granted, 

No. 13413, In the matter of automatic train-control devices—Al- 
ton Railroad Co. Proceeding reopened for further hearing on ques- 
tion of modifying our previous order of June 13, 1922, as amended, 
and proceeding assigned for hearing July 15, 10 a. m., standard time, 
at office of Interstate Commerce Commission, before Commissioner 
McManamy. 

No. 25750, D. L. & W. Coal Co. vs. C. of N. J. et al. 
land Coal Dealers’ Association permitted to intervene. 

No. 25860, Compo-Board Co. vs. Alton et al. Wisconsin Paper & 
Pulp Manufacturers’ Traffic Association permitted to intervene. 

No. 20572, Celotex Co. vs. A. C. & Y. et al. C. T. Jaffray and R. 
H. M. Robinson, receivers, for the Minnesota and Ontario .Paper Co. 
permitted to intervene. 
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FREIGHT RATE REDUCTION 


The Trafic World Washington Bureau 


The last stage of the proceedings in No. 26000, the freight 
rate reduction case, three days of arguments, was begun June 26 
pefore the entire bench of the Commission except Commissioner 
Eastman. Time was allotted to thirty-two practioners for a dis- 
cussion of the issues. 

John E. Benton, general counsel, speaking for the National 
Association of Railroad and Utility Commissioners, commended 
the Commission for the expedition it had made in the taking of 
testimony and urged a quick decision. 

Nothing new, he said, would be found in the briefs either 
as to law or facts, in the sense that the commissioners would 
find anything they did not know before the briefs were written. 
No rate, said he, could be reasonable that was in excess of the 
value of the service. 

Advising the Commissioners not to read the briefs, because 
each would make them feel worse than the preceding one, Mr. 
Benton said the Commission would make its decision on the facts 
and the law which it knew without reading them. He said that 
if they decided that no reduction could be made it would be 
better for business and the railroads to have the decision made 
speedily rather than have a report carefully prepared by examin- 
ers showing that they had read all the briefs. 

The question to be decided, he submitted, was as to whether 
railroad transportation was worth as much today as it was three 
years ago when the commodity price of the article transported 
was twice as much as it was today. If rates went up because of 
rising prices, was it just that they should remain up when prices 
of labor, materials and supplies had come down, he asked. The 
condition of industry and the value of the service, he said, were 
factors and consideration of them, he added, was all the state 
commissions were urging. 

A. M. Geary, for the Oregon commission, speaking for wheat 
and apples in the Pacific northwest, said it needed no argument 
to show that that part of the country needed lower rates. The 
new farm relief measure of the government, he said, was not 
going to help the northwestern farmer, because it was going 
to deprive him of his foreign market without opening the 
domestic market to him. He said there should be an immediate 
lowering of a rate of 65.5 cents a bushel on wheat from the 
Pacific northwest to St. Louis to 50 cents, formerly the main 
market for northwestern wheat. There could be no “new deal” 
or a square deal for the northwestern farmers except by a restor- 
ation of the pre-war level of freight rates, he said. If the Com- 
mission did not afford relief, Mr. Geary said that that part of 
the country was going to fight in other ways for its homes as 
hard as it knew how. 

Edwin Vail, for the Nebraska commission, said that that 
body was asking for a reduction of 25 per cent on agricultural 
products. Even with that and the restoration of wheat to $1 
a bushel, he said, it would take the farmer four or five years 
to recover. 

P. H. Porter, for the Wisconsin commission, devoted him- 
self to a recital of radical shrinks in the prices of commodities 
and pointed out that other forms of transportation had been 
more successful in retaining their traffic than the railroads, one 
exception, he said, being water carriers on the Monongahela 
River. He said the Wisconsin commission was not prepared 
to advocate a definite level of rates, but that it had a convic- 
tion that rates were too high and should be reduced. But, he 
added, a reduction of less than 20 or 25 per cent would not be 
of any value. 

H. L. Bode, for the South Dakota Commission, admitting 
that the railroads had a constitutional right to earn a fair re- 
turn, asserted that the shipper also had a constitutional right 
to a reasonable rate and that that had been the law from the 
dawn of history. 

Chairman Farrell wanted to know whether the Commission 
could prescribe a rate less than the cost of transportation. Mr. 
Bode said he denied the right of the Commission to prescribe 
a paper rate, that is, one than would not carry traffic. 

Commissioner Porter asked which of the two rights, if they 
were in conflict, was the superior one. Mr. Bode said that the 
right of millions of people was not inferior to a property right. 

H. A. Hollopeter, speaking for by-product coke companies 
in Indiana and other states, asked for treatment of the product 
of that industry that might be given to competing fuels. He 
said experience and testimony indicated that rates were not 
only not stimulating the movement of traffic, but tending to 
retard the fullest possible consumption. 

Arthur Hale, for the Coal Operators’ Association, said that 
men were idle because there were no export rates on coal, 
simply because the railroads feared that if they made such rates 
they would extend to the coastwise traffic notwithstanding that 
they knew that the Commission could prevent such extension. 
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Thereby, he said, Americans could again export coal to Europe 
and South America. 

R. C. Fulbright, for the National Lumber Manufacturers’ 
Association and the Southern Pine Association, said that the 
southern lumber industry had always worked with the rail- 
roads but that an impasse had been reached and that therefore 
it appealed to the Commission. The new rule of rate-making, 
he said, allowed the Commission to use common sense in mak- 
ing rates instead of requiring it to proceed under the technical 
rule it had displaced. The new rule, he said, got clear away 
from value in rate-making. 

Lumber, he said, had disappeared from consideration by the 
railroads while the reductions they had made on substitute 
commodities to meet truck competition had put lumber out of 
markets in which it formerly was able to do business. Lumber, 
he said, could compete with the substitutes if it had a reason- 
able level of rates, even as it competed with them in 1925. 

Through carelessness the railroads had lost the long haul 
lumber traffic from the western part of the United States, de- 
clared Charles E. Elmquist, speaking for the West Coast Lum- 
bermen’s Association. Only a reduction in rates, he added, 
would get some of it back from the trucks and waterways. Fig- 
ures running into the billions of board feet were given by Mr. 
Elmquist to show the diversion of lumber from the railroads to 
the carriers by water, some of which, he said, carried the lum- 
ber from the Pacific coast ports to Great Lakes ports. At 
present trucks and waterways, the figures indicated, were tak- 
ing substantially more than half the tonnage even from the In- 
land Empire. 

The west coast lumber interests, Mr. Elmquist said, asked 
for an order from the Commission to make rates that would 
enable them to ship by rail, their preference being for rail 
transportation because it involved only two instead of four 
handlings. A twenty-five per cent reduction, he said, would 
restore a considerable volume. Industrial recovery legislation, 
he said, was a highly speculative thing and ought not to mis- 
lead anyone. Local lumber yards, he said, had been buying 
lumber, not because there was a farmer demand, but because the 
dealers thought deflation of the dollar would increase prices. 
The only demand for lumber in the farming sections, he said, 
was from banks and insurance companies that had had to take 
over farms and restore some of the buildings. 

According to J. V. Norman, representing the National Lum- 
ber Manufacturers’ Association, Cooperage Industries of America, 
and the Southern Hardwood Association, the law governing the 
Commission in the making of rates was now as it was before 
section 15a was enacted. That section, he said, did not change 
the law when it was enacted, but gave the railroads a chance to 
lay emphasis on the revenue aspects of the subject. 


The lumber interests, he said, were not asking the rail- 
roads to be compelled to meet competition, but they were ask- 
ing for just and reasonable rates. The only change old section 
15a made in the law was to authorize the Commission to apply 
it to railroads as groups instead of to individual carriers. He 
accused the railroads of inconsistency in their position with 
regard to that section, at one time contending that it was their 
magna charta and now contending that the repeal of it made no 
change. The constitutional guarantee of a fair return, he said, 
did not assure carriers a fair return at all times and under all 
conditions. Whatever of guarantee to them was in that sec- 
tion, he said, had been taken out of it. 

Smith W. Brookhart, for the Farmers’ Cooperative Union, 
argued that the market value of the railroad securities, $8,- 
900,000,000, according to his figures at the beginning of this 
year, perhaps inflated to $13,000,000,000 or $14,000,000,000 to 
represent cost of reproduction, should be used as a base for 
rates, particularly rates on agricultural products. According 
to figures he made from some Commission reports, the present 
rates constitute a “gigantic discrimination” against agricultural 
products. Therefore, he contended, they should be lowered 
“much more” than those on manufactured articles and the rail- 
roads should not be allowed a greater return than capital gen- 
erally, which, he said, in many years, was not more than two 
per cent, and nothing in the past year when 32 per cent of the 
country’s capital had been lost. He opposed, he said, fixing 
a “divine value” on railroad property. 

Rates fixed in the “jazz period,” Ross D. Rynder, speaking 
for Swift & Co., and the whole meat packing industry in some 
aspects, said were too high and were an impediment to the pack- 
ing industry. Its traffic, he said, would not move by rail on the 
present rates as shown, he said, by the fact that more than 
25 per cent of Swift & Co.’s traffic was going by truck and 
more was going as fast as trucks could be built. This traffic, he 
added, was not local distribution. Dairy products, he averred, 
were being carried from Omaha, Neb., to the Buffalo-Pittsburgh 
group at rates $100 a car less than by rail. Traffic, he de- 
clared, was being carried from Chicago to Denver and from 
Denver to the Pacific coast by truck. In 1932, he said, freight 
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rates were so high that the freight bill of Swift & Co., $39,000,000, 
was $7,000,000 higher than the sum paid by Swift & Co. for 
labor. Se. 
George P. Boyle asked the Commission to disregard Mr. 
Benton’s suggestion that commissioners should not read the 


briefs. He said the American Meat Packers’ Association, for 
which he was speaking, had presented a 3l-page brief contain- 
ing a few charts showing the relation of rates and prices of 
products which he specfiically asked the commissioners to read. 
In preparing it, he said, he remembered the rule of Commissioner 
Prouty, given to examiners and attorneys to govern them in 
writing brief and reports. 

“Write the best report or brief you can, let it rest over 
night and then cut out every other word of it,’ Boyle said was 
the Prouty rule. Boyle assented to a conclusion which Com- 
missioner Porter had drawn from what he had said, namely, 
that the farmer paid the freight on the animal sold to the packer, 
from point of origin to destination of the product. Boyle said 
that the various transactions figured out that way because the 
rate was very important to the packer and he had to base his 
prices for animals on it. 

The question of economical and efficient management of 
railroads was raised by meat packer attorneys, Mr. Boyle ask- 
ing whether it was economical management for the railroads 
by reason of their rates to permit an increase in farm slaughter 
of animals of 1,500,000 tons in three years; also as to whether 
it Was economical for the railroads, by their rates, to force edible 
offal, valued at $300,000, to be sent to fertilizer tankage in one 
year by one plant. 

Paul E. Blanchard, for Armour & Co., said that as a matter 
of law, the Commission could not consider the right of the 
railroads to a rate of return until it found that the properties 
were efficiently managed, presenting the thought that it was 
not efficient management that would make rates that would 
drive traffic off the rails or to other forms of transportation. 
He suggested that the Commission’s administration of the fourth 
section compelled the railroads to make a choice of losses. 

Cc. R. Hillyer, speaking for the Pulp and Paper Traffic 
League and the Live Poultry Shippers’ Association, asked, if 
the Commission concluded that a reduction in rates should be 
made at this time, that the reduction be applied upon the two 
classes of traffic for which he was speaking. He said his 
interests were trying to save themselves and to save the rail- 
roads from themselves. The question, he said, was as to whether 
a small reduction in rates would help the railroads and the 
shippers. He expressed the belief that it would. 

Referring to the questions about which right should prevail 
in the event of a conflict in constitutional rights, raised before 
he spoke, Mr. Hillyer said that where it was a questoin about 
the railroads and the shippers riding the same horse at the 
same time, the shipping public, he said, must not ride behind. 

Takings of the trucking companies having been discussed 
at some length by Mr. Hillyer, Commissioner Miller asked if they 
were making any money. 


“No, sir, they are not,” said Mr. Hillyer. 
the business for anything they can get.” 

Mr. Hillyer said many of the truckmen were irresponsible 
and referred to their business as “irresponsible and renegade.” 
Commissioner Miller wanted to know whether if railroad rates 
were brought down the truck rates would not also come down. 
Mr. Hillyer thought they would not come down below the cost 
of operation. In answer to a further question Mr. Hillyer ex- 
pressed the belief that the trucks in Wisconsin, with which he 
said he was familiar, were paying adequate taxes. But he 
added that the people for whom he was speaking preferred to 
use the railroads. 

Willis Crane, for fruit and vegetable shippers, said that his 
clients would rather ship by rail than by another method of 
transportation. He said they would be well satisfied to have 
the 1925 level of rates and prices restored, but he was dubious 
about national recovery legislation soon restoring prices to the 
1925 level. Railroads, in self protection, he said, must reduce 
their rates to avoid the moving of the fruit and vegetable in- 
dustry to large centers of consumption, as some parts had al- 
ready done to avoid the payment of present rates. 

Conflicting views within the petroleum industry were pre- 
sented by J. F. Lawrence for the Deep Rock Petroleum Co., 
J. R. Van Slyke for the Shell Petroleum Corporation and H. D. 
Driscoll for the Phillips Petroleum Co. and others. The first 
mentioned asked for “quantity” rates on petroleum products so 
as to give rail shippers of gasoline a chance to compete with 
shippers by pipe line, suggesting a minimum of 10,000 barrels, 
which, he said, was the minimum tender for pipe line transpor- 
tation prescribed by the Commission. Commissioner Aitchison 
asked if what he was asking was not the prescription of train- 
load rates, but Mr. Lawrence insisted upon saying they were 
quantity rates, admitting that 10,000 barrels would make a train 
of fifty odd cars. 
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Messrs, Driscoll and Van Slyke opposed any changes in pe- 


troleum rates now, pointing out that there was no record in 
support of Mr. Lawrence’s proposals except his own testimony, 
which they suggested was not clear. Mr. Van Slyke suggested 
that the troubles of the mid-continent refiners were due not to 
freight rates, but to flush production, that production enabling 
small skimming plants to get into the market in which the 
complaining refiners had been doing business. Mr. Van Slyke 
asked that whatever was done for coke be also done for petro- 
leum coke. 

George F. Graham, for the Vulcan Detinning Co., and others, 
and Richard Townsend, for the Metal & Thermit Corporation, 
advocated lower rates both on scrap tin plate and detinned plate 
as an aid to the users and producers of such low value com- 
modities, as a method for increasing tonnage. They pointed out 
the great reductions in tonnage to and from detinning plants 
to show what they said the rates had done in part. Mr. Town- 
send expressed the belief that a 30 per cent reduction in rates 
would double tonnage. It was time, he added, for a “new deal” 
and the abandonment of the “noble experiment” in horizontal 
increases in freight rates. 

In behalf of the eastern district railroads, W. S. Jenney, vice- 
president and general counsel of the D. L. & W., painted a 
picture of enormous expenditures of capital by the railroads 
for increasing their facilities to serve the public and disap- 
pointing returns therefrom. In the period 1923-1932, he said, 
the net railway operating income was $1,800,000,000 short of the 
capital expenditures that had been made. And yet there was 
a demand for a reduction in rates in the face of the demands 
of public officers and shippers that capital expenditures be made 
for taking care of traffic, lest there be a demand for govern- 
ment ownership that could not be resisted. The expenditures, 
he said, were made, but the railroads never got the return the 
law contemplated. 

Mr. Jenney derided the idea that a twenty-five per cent 
reduction in rates would result in a sixty per cent increase in 
volume of traffic. Prices on many commodities, he pointed out, 
had fallen much more than the highest reductions in freight 
rates that had been proposed. yet he said there had been no 
increase in tonnage. Every day now, he added, there were 
increases in prices greater than the amount of reductions pro- 
posed. Wheat was cited in illustration of that proposition. 

According to Mr. Jenney, briefs of many shippers did not 
touch the issue at all, that is as to what was the law on the 
subject in view of the distressing financial condition of the rail- 
roads. The lumber interest, he said, had stuck to the issues. 
The coal people, he said, had not held a meeting before the 
memorial petition that caused the proceeding to be initiated in 
which anybody was authorized to make a complaint about rates. 
Nor, said he, did they send counsel to the hearing, nor did that 
interest participate in the argument. The National Coal As- 
sociation, he said he feared, had fallen by the wayside. 

W. A. Northcutt, general solicitor for the Louisville & Nash- 
ville, presenting the views of the southern district railroads, 
said that he was embarrassed by the poverty of the southern 
railroads, for the first time in the long period he had been ap- 
pearing before the Commission. Commenting upon the absence 
of shippers from the south among the witnesses in this proceed- 
ing, he said he assumed their absence was due to an apprecia- 
tion on their part of the distressing financial condition of the 
southern railroads. Commissioner Aitchison suggested that 
there were some southern shippers among the witnesses. Mr. 
Northcutt said he knew there were exceptions, so he named the 
southern witnesses who had appeared. 

“Would it not be reasonable to assume,” interjected Com- 
missioner Porter, “that those who appeared were the only ones 
who had money enough to make an appearance?” 

“I don’t know,” said Mr. Northcutt, “but I assume that men 
who were able to originate 85,000,000 tons of freight as they 
did last year, had some money left and could have appeared had 
they desired to do so.” 

Mr. Northcutt exhibited a large book which he said con- 
tained notes about the thousands of reductions in freight rates 
made by the Commission and the railroads to meet commercial 
conditions and asserted that in 89 per cent of the rate pro- 
posals docketed by the rate committee the result had been 
reductions. That, he submitted, showed that the carriers were 
alive to the necessities of the situation. 

To show that the southern railroads had fully shared, by 
the loss of traffic, in this “deplorable depression,’ Mr. Northcutt 
called attention to the fact that from a high of $168,000,000 in 
net railway operating revenue in 1925 the southern carriers 
had fallen to $25,000,000 in 1932. 

Answering Chairman Farrell as to the solution, Mr. North- 
cutt said that every problem about rates coming up now was a 
problem of management. He said he did not believe that the 
consumption of citrus fruit could be stimulated even by free 
transportation. 
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Speaking of trucks and their rates, Mr. Northcutt said that 
nobody knew what truck rates were and that the evils in the 
days when railroad rates were not known were being dupli- 
cated by the trucks. 

Commissioner Miller wanted to know what Mr. Northcutt 
suggested for the regulation of the truck. Mr. Northcutt said 
that the railroads had a committee of lawyers working on that 
subject. He said he had been informed that there was an 
agreement on a truck code among the railroads, the state com- 
missioners and some of the truckmen about which there had 
been publication in The Traffic World. 

R. V. Fletcher said that the agreement covered that part 
of the trucking business in what he called the Keeshin organ- 
ization, later identified as the American Highway Freight Asso- 


ciation. 
Argument Finished 


Arguments were completed and No. 26000 was submitted 
shortly after noon of June 28, a little ahead of schedule. The 
last session was devoted to the views of the carriers of the 
western district, presented by J. R. Bell of the Southern Pacific; 
of the railroads generally, presented by R. V. Fletcher, speaking 
for the Association of Railway Executives, F. N. Oliver, speaking 
the views of the National Association of Mutual Savings Banks 
and Security Owners’ Association, K. D. Loos for Great Lakes 
steamer lines, and rebuttal views by Messrs, Geary, Hale, Vail 
and Norman. 

This case did not involve, said Mr. Bell, the question of a 
rate of return, but a question of widespread bankruptcies, Com- 
missioner Porter suggested that the shippers contended that the 
picture would be changed were the railroads to reduce their 
rates. Mr. Bell retorted that freight rates did not appreciably 
affect the consumption of commodities and that a reduction 
would merely accentuate a disastrous situation. Even if the 
railroads could reduce wages they could not, he said, stand a 
loss of revenue resulting from a reduction of rates, The policy 
of the Roosevelt administration, he pointed out, was one of 
inflation, not deflation, to keep up and improve purchasing power. 
The carriers in the western district, he added, had done every- 
thing possible to bring about economies. 

Then, suggested Commissioner Porter, there was nothing to 
be done by the coordinator in the western district. To that 
Mr. Bell said that, of course, his declaration was subject to the 
limitation that if the coordinator could remove legal restrictions, 
there might be more economies. This record, he said, was more 
or less obsolete now because of the changes in prices, with 
wheat selling at $1.06 and the proposal to put on a processing 
tax of 30 cents a bushel. Fluctuations in prices of commodities, 
he suggested, in one day were greater than the proposed reduc- 
tions in rates. He said that the economic implication of the 
administration policy could not be ignored. Reductions in rates, 
he said, would cripple the railroads so that they would not be 
able to deal with situations in rates requiring treatment. 

“Aren’t the railroads sharing in the depression now, run- 
ning as they are on borrowed money?” asked Mr. Bell. 

He said the arguments in this case by the shippers were 
very much like those made in the Hoch-Smith cases, initiated 
under a resolution which the Supreme Court said had not 
changed the law. 

Mr. Fletcher said that he was going into the case only be- 
cause of the gravity of the matter, notwithstanding that his 
colleagues had ably covered the questions respecting the law. 

Commissioner Aitchison brought into the argument a ques- 
tion as to how long the cost of passenger service was to be 
borne by the freight service. Mr. Fletcher retorted by asking 
whether the railroads were to retire from the business of carry- 
ing persons, contending that the railroads had treated that phase 
of the subject although the question was not raised by the Com- 
mission’s notice respecting the scope of this proceeding. 

Respecting the question as to a conflict between the rights 
of the railroads to have a fair return and the value of the 
service, Mr. Fletcher said that if there was a conflict he thought 
the answer to that was easy, except for a recent decision by 
the Commission in which reference was made to a quotation 
from Corpus Juris tending to say without qualification that if 
there was such a conflict, the value of service phase of it was 
superior. He said that the answer to that proposition was to 
be found in that publication two pages farther on, in which a 
limitation was set forth. Therefore, he said, he appealed from 
Philip drunk to Philip sober, the limitation tending to show that 
the carrier could not be deprived of its constitutional right to a 
fair return. 

Commissioner Tate suggested that the right of the carriers to 
a fair return was subject to the law of supply and demand. Mr. 
Fletcher said that it could not be said that rates were subject to 
that great law of economics. He suggested that the deflation of 
the dollar had already reduced the rates 20 per cent but that 
the railroads were not asking for an increase on that account. 
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Commissioner Tate suggested that the constitutional permis- 
sion to the carriers was to obtain a fair return if they could get. 
it. Mr. Fletcher assented to that but added that the Commission 
could not deprive the carriers of the permission by the making 
of rates. He said the Commission’s right to make rates began 
where the Constitution left off. Mr. Fletcher said that he was 
trying to combat the theory that had been drawn from what he 
said was the loose language used in Corpus Juris. 

Among other things, while talking of financial aspects of the 
matter, Mr. Fletcher said that even if former Senator Brook- 
hart’s suggested value of the railroads, which Mr. Fletcher took 
to be $15,000,000,000, were used as a base a three per cent return 
would be much greater than the $326,000,000 of net operating 
revenue achieved by the railroads in 1932. Even if the Brook- 
hart suggestion of a 2 per cent return was accepted for purposes 
of calculation, the railroads on that low value would have $300,- 
000,000 and the Commission could make no reduction in rates 
without impairing the constitutional rights of the carriers. 

Saying that he was not a prophet, a politician or an econ- 
omist, Mr. Fletcher suggested that the Commission could not 
ignore what was going on around it in the way of increases in 
prices which, according to a newspaper clipping which Mr. 
Fletcher had read, had added $700,000,000 to the value of grain 
crops of the farmers. He said he would like to think that that 
increase in prices was a part of an upward swing accentuated by 
the policy of the administration. 

Referring to the recent postponement of the move of the 
railroads for a reduction of wages, he said that an agent of the 
President, in substance, had said that this was not the time to 
reduce wages. He added that he thought he might refer to Mr. 
Eastman as an agent of the President. 

Mr. Loos, speaking for lake-and-rail carriers, said that if 
any reduction was required in all-rail rates corresponding reduc- 
tions should be required in the joint lake-and-rail rates. But, 
he added, the lake lines were not suggesting that all-rail rates 
be reduced. 

Mr. Oliver said that he supplemented the argument of car- 
riers in some things. He said that it was not a question of fair 
return but of survival for the railroads, adding that if rates were 
reduced and costs were not brought down, insolvencies would 
follow. He said that even if a reduction in rates stimulated 
traffic no one had suggested how they could survive in the 
interim between the reduction and the appearance of the in- 
creased volume of traffic. A reduction in rates, he said, would 
force railroads to reduce employment in direct conflict with the 
administration’s policy. This, he said, was no time to make 
experiments when conditions were so unstable, 


RAYBURN FOR LOWER RATES 


“I am of the opinion that the railroads would make more 
money if substantial decreases in both passenger and freight 
rates were brought about,’ said Representative Rayburn, of 
Texas, chairman of the House committee on interstate and 
foreign commerce, in a discussion of the railroad problem. 

Mr. Rayburn expressed the hope that the Commission, in 
the reduced rate case, would find it in the public interest and 
lawful to make material reductions in both passenger and 
freight rates. He expressed the opinion also that the railroads 
had not done all they could to meet competition of the motor 
vehicle. 

These views were expressed by Mr. Rayburn in remarks 
in the House when the Roosevelt transportation bill was under 
consideration early in June and reiterated this week in a 
press association report. 


KANSAS CITY STATION CASE 


The Supreme Court of the District of Columbia, by Justice 
Atkins, has denied a writ of mandamus in No. 82771, United 
States ex rel. Chicago Great Western Railroad Co. and Kansas 
City Southern Railway Co. vs. Interstate Commerce Commission, 
in which those railroads sought an order from the court requiring 
the Commission to consider, on the merits, their petitions for 
the prescription of terms upon which they might use the union 
station facilities in Kansas City, Mo., under the terms of sec- 
tion 3 (4). 

With a view to requiring the Commission to do that the 
relator railroads asked the court to require the Commission to 
set aside and vacate its order of Nov. 10, 1925, 104 I. C, C. 203, 
in which the Commission dismissed the intervening petitions of 
the relators asking for relief from the terms on which they were 
using the station prescribed in the contract among the twelve 
railroads using it, in accordance with the relief afforded the 
M.-K.-T. when the receiver of that road elected not to assume 
the contract the old Katy made when the station was being con- 
structed. The Chicago Great Western and the Kansas City 
Southern sought the same sort of relief, but the Commission 
held that it had not the power to change the terms under which 
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they were using the station and afford the relief that had 
been accorded to the Katy when it was reorganized. They con- 
tended that the Commission had denied its jurisdiction while H. 
L. Underwood, arguing for the Commission, contended that the 
Commission had exercised its jurisdiction and reached the con- 
clusion that it had not the power to change the terms, the re- 
lators already being in use of the property, under terms which 
they deemed burdensome on account of their relatively small 
use of the facilities. 

F. H. Towner represented the relators, S. W. Boyd, the 
Kansas City Terminal, the operator of the property, and E. A. 
Boyd, intervening railroads objecting to grant of relief to the 
Chicago Great Western and the Kansas City Southern in ac- 
cordance with the proceedings before the Commission which the 
latter had dismissed. 

Justice Atkins said, at the end of the hearing, that he could 
consider the matter on briefs if the lawyers desired to submit 
them, but he suggested that he was prepared to decide the case 
from the bench and that by so doing the dissatisfied parties could 
expedite an appeal if they desired one. The parties assented 
to the expedition and the justice denied the desired writ. 


PETITIONS FOR REHEARING, ETC. 


1. & S. 3654, Weight tolerance rule. Fullerton Lumber Co. and 
St. Anthony & Dakota Elevator Co. of Minneapolis, ask rehearing and 
for hearing before full Commission. 

Finance No. 9709, In the matter of application of Fort Benning 
Railroad for a certificate of public convenience and necessity for the 
acquisition and operation of a line of railroad extending from Fort 
Benning, Ga., to Fort Benning Junction, Ga. Central of Georgia, and 
H. D. Pollard, receiver, interyveners, ask reargument and reconsidera- 


tion hereof, 

I. & S. 11, The Tap Line Case and Ex Parte 103, the Fifteen 
Per Cent Case, 1931. DeQueen & Eastern, Oklahoma & Rich Moun- 
tain, and Texas, Oklahoma & Eastern Railroads, ask modification 
of orders of Commission to extent necessary to permit retention of 
additional revenues resulting from emergency charges on forest 
products. 

No. 17000, part 8, rate structure investigation, part 8, cottonseed, 
its products and related articles. Common carriers by rail in southern 
territory ask postponement of effective date of order herein, and 
respondent and defendant carriers operating in Southwestern Freight 
Bureau territory, Western Trunk Line territory, Official Classifica- 
tion territory, Illinois Freight Association territory, and Texas- 
Louisiana Tariff Bureau territory, ask for further postponement of 
effective date of order. 

No. 24718, White Eagle Oil Corporation vs. B. F. & I. F. et al. 
Complainant asks postponement of effective date, reopening and re- 
consideration by entire Commission, and/or reargument. 

No. 17000, part 3, cotton, rate structure investigation. J. E. Til- 
ford, for and on behalf of southern lines, respondents in this proceed- 
ing, asks amendment of order in third supplemental report, dated 
June 9, 1931, as amended by its order of June 7, 1932, so as to further 
postpone that part of its original order herein, requiring maintenance 
of a certain relation as between the rates to New Orleans, on the 
one hand, and Mobile, on the other, from points in Mississippi Val- 
ley Territory from August 1, 1933, to August 1, 1934. 

No. 24586, The Terre Haute Paper Co. et al. vs. A. A. et al. Com- 
plainants ask reconsideration, further hearing and reargument and 
in supplemental petition ask reopening and rehearing. 

No. 24382, Yale Oil Corporation vs. C. B. & Q. Complainant asks 
reconsideration, based on record aS made. 

No. 16750, National Poultry, Butter & Egg Association et al. vs. 
A. & R. et al. and cases grouped therewith. Respondents and de- 
fendants herein ask postponment of effective date of order herein. 

No. 22426, Rates and minimum weights on metal containers. The 
Creamery Package Manufacturing Co. asks rehearing and reargument. 

No. 25240, Leidecker Tool Co. vs. B. & O. et al. Defendants ask 
reargument before and reconsideration by entire Commission. 

No. 25063, Minnesota Valley Canning Co. vs. Alton et al. Com- 
plainants ask reconsideration of conclusions made by division 5 on 
May 16, 1933, which relate to rates charged on canned vegetables 
from Le Sueur, Blue Earth and Montgomery, Minn., to Central ter- 
ritory and points in Ontario. 

No. 24424 and Sub. 1 & 2, Elmore Veneer Co. vs. C. M. St. P. & 
P. et al. Complainants ask reopening, reargument, and/or rehearing, 
and consideration by entire Commission. 

1. & S. 3299, Stoves, ranges, boilers, house-heating furnaces, parts 
thereof, and related articles, from, to, and between points in South- 
ern territory, and No. 22379, Southern Association of Stove Manu- 
facturers et al. vs. A. C. L. et al. The A. & J. Manufacturing Co. 
and Agricola Furnace Co., Gadsden, Ala., Athens Stove Works, 
Athens, Tenn., and Dixie Foundry Co. and Hardwick Stove Co., 
Cleveland, Tenn., have filed a memorial petition in support of peti- 
tion of southern carriers, dated May 31, 1933, seeking modification 
of orders herein, in so far as they relate to the rates on stoves from 
points in southern territory to points on border between official and 
southern territories. 


CAR ORDER VERDICT SET ASIDE 


Judge Tuttle, in the federal court for the eastern district 
of Michigan, southern division, has set aside the verdict of 
guilty, under an Elkins anti-rebate indictment in United States 
of America vs. Olds Motor Works, by reason of his conclusion 
that he erred in his instructions to the jury as to the proper 
construction of Rule 34 of the official classification. The in- 
dictment against the motor company was voted in February, 
1932 (see Traffic World, February 20, 1932, page 395). By 
reason of the erroneous construction placed upon the rule by 
the judge, the jury found the motor company guilty on thirty 
counts, according to the court. 

There was no dispute about the facts. 





The motor company 
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ordered cars of 36 feet and 6 inches in length and loaded three 
automobiles in each of the cars furnished and paid rates on 4 
10,000 minimum. The railroads having no 36 foot 6 inch Cars 
furnished cars 40 feet and 6 inches in length. Judge Tuttle 
instructed the jury on the theory that because the motor com. 
pany knew that the railroads would not furnish the shorter cars 
its act was equivalent to ordering the longer cars and then pay: 
ing on the minimum for the shorter cars. 

In disposing of a motion for a new trial the judge said he 
had reached the conclusion that the intent of the rule was to 
give the shipper the absolute right to make its shipments at 
the minimum rate fixed for the shorter car provided it ordered 
the shorter car entirely independent of the question whether 
the shipper had knowledge that the railroad could not furnish 
the car ordered by it. He said the rule plainly provided that 
if the shipper did order the smaller car and the railroad com. 
pany could not furnish it, but furnished the larger car, the 
correct rate was the rate for the smaller car. That being his 
interpretation and the defendants having complied with the 
rules as so construed, he said the defendant was entitled to a 
directed verdict of not guilty, hence he set aside the verdict 
of guilty and granted a new trial. 

























SUSPENDED TARIFFS 


In I. and S. No. 3891, the Commission has suspended from 
June 24 until January 24 schedules published by Toll in his 
supplement No. 19 to I. C. C. No. 1195, supplements Nos. 31 
and 33 to I. C. C. No. 1302, and supplement No. 28 to I. C. C.j 
No. 1304, joint with other agents. The suspended schedules 
propose to reduce the rates on animal and poultry feed, in 
carloads, from transcontinental groups D to J, inclusive (points 
in Illinois and west), to mountain-Pacific territory. The follow- 
ing is illustrative, rates being in cents per 100 pounds on cot- 
tonseed and soya bean, cake and meal, in carloads: 


From Memphis, Tenn., to—Wendel, Calif., present 75, proposed 50; 
Holbrook, Ariz., present 601%4, proposed 50; Marysville, Utah, present 
68%, proposed 50. 

From Dallas, Tex., to—Wendel, Calif., present 72, proposed 50; 
Holbrook, Ariz., present 51%4, proposed 50; present 63%, proposed 50. 


LOANS TO RAILROADS 


In Finance No. 10054, the California & Oregon Coast Rail- 
road Co. has applied for a loan of $5,718,565 from the R. F. C. 
to finance the construction of its proposed extension from 
Waters Creek, Ore., to Crescent City, Calif. 

The monthly report of the Reconstruction Finance Corpora- 
tion to Congress shows that in May only the Southern Pacific 
loans aggregating $23,200,000 were authorized. None of the 
money had been disbursed to the,Southern Pacific prior to May 
31, according to the report. 

The R. F. C. has authorized an additional loan of $950,000 
to the Denver & Rio Grande Western, previously approved by 
the Commission. The carrier was required to make salary re- 
adjustments as a condition to obtaining the money, but the 
amounts of the reductions were not made public by the R. F. C. 
It was stated that percentage reductions were not applied, but 
that changes were made only in salaries it was deemed were 
out of line with what they should be. The D. & R. G. W. has 
heretofore obtained $1,000,000 from the R. F. C. 


ANTHRACITE RATES REDUCED 


The Traffic World New York Bureau 


Rates on anthracite from Pennsylvania mines to destina- 
tions in New England and the southern part of New York state 
are to be reduced, it was announced following a meeting June 
23 of the Presidents’ Traffic Conference of the Eastern Ter- 
ritory in the headquarters of the Trunk Line Association, New 
York. 

The following statement was issued by D. T. Lawrence, 
chairman of the conference: 


At meeting today the Presidents’ Traffic Conference-Eastern 
Territory gave consideration to the rates on household sizes of an- 
thracite from mines in Pennsylvania to destinations in New Eng- 
land, Westchester County, New York and on Long Island. 

As a result an adjustment of the all-rail rates to that territory 
involving certain decreases was determined upon. The decreases 
range from 28c to an extreme of $1.24 per gross ton, the proposed 
rate to Boston being $3.65 against present rate of $4.28, a reduction 
of 68c per ton. The rates are to be made effective as soon as the 
Cetails can be checked, traffic arranged and authority secured from 
the Interstate Commission for certain departures from the letter of 
the fourth section of the interstate commerce act. 


CHANGES IN DOCKET 


Hearing in Fourth Section Application No. 15159, filed by F. A. 
Leland, assigned for June 39, at Washington, D. C., before Examiner 
Boat, is canceled (the application having been withdrawn). 

Hearing in No. 25952, Perishable Shippers’ Association, Inc., vs. 
Baltimore & Eastern R. R. et al., assigned for June 26, at Washing- 
ton, D. C., before Examiner Crowley, was canceled and reassigned 
for July 24, at Washington, D. C., before Examiner Crowley. 








July 


(Dig 


ae ae a ae, 2 oe ee er) 


three 
on 4 
cars 


rom 
his 
, 3 
ules 
, in 
ints 
low- 
cot- 


50; 
ent 


50; 
50. 


ail- 
om 


ra- 
fic 
he 
ay 


100 
by 
re- 
he 


ut 
re 
aS 


a= wee aS 





July 1, 1933 








* oe .° 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 
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(District Court, D. Minnesota, Fourth Division.) That In- 
terstate Commerce Commission, following long-established prac- 
tice, allowed shipper to present refund claim for misrouting 
under complaint containing general allegation of unreasonable- 
ness of rates, held not error (Interstate Commerce Act (49 
USCA, sec. 1 et seq.)). (Borst vs. Chicago & N. W. Ry. Co., 
3 Fed. Supp. 139.) 

Court should liberally allow Interstate Commerce Com- 
mission reasonable latitude to determine sufficiency and scope 
of pleadings before Commission (Interstate Commerce Act (49 
USCA, sec. 1 et seq.) ).—Ibid. 

Interstate Commerce Commission’s findings are merely prima 
facie, and, in shipper’s action against carrier for refund for 
alleged misrouting, Commission’s determination of misrouting 
is no more than rebuttable presumption (Interstate Commerce 
Act (49 USCA, sec. 1 et seq.)).—Ibid. 

Generally, in absence of shipping instructions, carrier must 
select cheaper route (Interstate Commerce Act (49 USCA, sec. 
1 et seq.) ).—Ibid. 

Carrier justifiably selected customary, but more expensive, 
route for unrouted furniture shipments, where cheaper route 
would involve additional switching, handling, clerical work, and 
mileage (Interstate Commerce Act (49 USCA, sec. 1 et seq.)). 
—Ibid. 


I. C. C. POWER OVER CAR FERRIES 


In connection with applications of the Pennsylvania and 
the Grand Trunk Western for permission from the Commission 
enabling the Pennsylvania to extend its line across Lake Mich- 
igan by car ferry between Muskgeon, Mich., and Milwaukee, 
Wis., the point has been made by the Wisconsin & Michigan 
Transportation Co. that the recently enacted Roosevelt trans- 
port legislation deprives the Commission of jurisdiction over the 
plan submitted by the Pennsylvania and the Grand Trunk West- 
ern intended to accomplish that extension. William E. Lamb, 
its attorney, in motions to dismiss Finance Nos. 9109, 1910 and 
9826, in which the two railroad companies set forth their 
plan and ask for authority to execute it, asserts that the 
emergency railroad transportation legislation, repealing and sub- 
stituting for paragraphs 2 and 3 of section 5 of the interstate 
commerce act, limits the jurisdiction of the Commission to 
permit acquisition of one carrier by another by means of stock 
purchase to carriers by railroad, and makes no saving of pend- 
ing litigation. 

It is pointed out that the Grand Trunk Pennsylvania Trans- 
portation Co., the applicant in Finance No. 9826, is a water 
carrier only. That company, controlled by the two railroad 
companies, under the plan, is to operate the car ferry for the 
two railroad companies, the Pennsylvania to own 75 per cent 
of its stock and the Grand Trunk Western the remainder. A 
further point made by the Wisconsin & Michigan Transporta- 
tion Co. is that the Grand Trunk Milwaukee Car Ferry Co., 
owner of the car ferries, by reason of the stock ownership by 
the Grand Trunk Western and the Canadian National Railway 
Co., a Canadian corporation, is not a citizen of the United States 
and cannot operate the ferries in port-to-port service, a coast- 
wise trade. 


DIVISION OF JOINT RATES 


In No. 24160, in the matter of divisions of joint interritorial 
rates between official and southern territories, the Commission 
has amended the first ordering paragraph of its order of Janu- 
ary 3, 1931, to include inquiry into present divisions of joint 
rates on classes and all commodities between points on the 
border between official and southern territories, on the one 
hand, and points in southern territory, on the other hand, in 
so far as respondents assigned to the eastern district or the 
Pocahontas region participate in said rates between border 
points and southern territory. 


REORGANIZATION OF RAILROADS 


The Commission has docketed in Finance No. 9922 the pe- 
tition of the Minarets & Western Railway Co., Ltd., of Cali- 
fornia, filed in the federal court for the southern district of 
California, for relief under section 77, chapter 8, of the bank- 
ruptcy act, and stating that petitioner desires to effect a reor- 
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ganization. The petitioner said that more than 99 per cent of 
its business had originated with the Sugar Pine Lumber Co., but 
that now shipments were practically negligible. It said it was 
not ready to submit a reorganization plan and that submission 
of a plan depended on the .future of the Sugar Pine company. 
Petitioner has defaulted in the payment of $76,340 in bond in- 
terest and has other liabilities, according to the petition. 

George R. Sykes, trustee of the Minarets & Western, has 
asked authority in a petition filed with the Commission in Fi- 
nance No. 9922 to issue $15,000 of trustee’s certificates, to be 
sold at par for cash, to provide funds for fire insurance, repairs 
and other expenses. 


CHICAGO STATION VALUATION 


The Commission has issued a revised page in its tentative 
valuation report on the property of the Chicago Union Station 
Co. (Valuation Docket No. 1198) containing the final values 
found as of December 31, 1927. The revision gives the total 
owned value as $49,350,000 and the total used value as $46,- 
500,000. In the report as originally issued the total owned value 
was stated as $46,500,000, and the total used as $47,350,000. 
(See Traffic World, June 24, p. 1250.) 


FINAL VALUATION 


Valuation No. 1096, North & South Railway Co. et al., opinion 
B-829, 43 Val. Rep. 12-24. Final value for rate-making purposes of 
the property of the carrier used but not owned for common carrier 
purposes leased from the Wyoming North & South Railroad, found to 
be $1,405,237, as of December 31, 1927. This report also embraces the 
valuation of the Wyoming North and South Railroad Co. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 17 totaled 
587,931 cars according to the car service division of the Ameri- 
can Railway Association. 

This was an increase of 23,385 cars above the preceding 
week, and an increase of 69,533 cars above the same week in 
1932, but a decrease of 151,163 cars under the same week in 
1931. 

Loading of all commodities the week ended June 17 in- 
creased over the corresponding week last year with the excep- 
tion of merchandise less than carload lot freight. 

Miscellaneous freight loading totaled 229,516 cars, an in- 
crease of 11,393 cars above the preceding week, and an increase 
of 21,108 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
168,530 cars, an increase of 534 cars above the preceding week, 
but 7,289 cars below the corresponding week last year. 

Grain and grain products loading totaled 38,147 cars, an 
increase of 2,230 cars above the preceding week,12,352 cars above 
the corresponding week last year, and 5,376 cars above the same 
week in 1931. In the western districts alone, grain and grain 
products loading for the week ended June 17 totaled 27,806 cars, 
an increase of 10,830 cars above the same week last year. 

Forest products loading totaled 25,520 cars, 1,168 cars above 
the preceding week, and 8,380 cars above the same Week in 1932. 

Ore loading amounted to 12,266 cars, an increase of 2,293 
car above the week before, and an increase of 7,976 cars above 
the corresponding week in 1932. 

Coal loading amounted to 93,604 cars, an increase of 5,660 
cars above the preceding week, and an increase of 24,999 cars 
above the corresponding week in 1932. 

Coke loading amounted to 4,898 cars, 458 cars above the 
preceding week, and 1,957 cars above the same week last year. 

Live stock loading amounted to 15,450 cars, a decrease of 
351 cars under the preceding week, but an increase of 50 cars 
above the same week last year. In the western districts alone, 
loading of live stock for the week ended on June 17 totaled 
11,658 cars, an increase of 69 cars compared with the same week 
last year. 

All districts reported increases in the total loading of all 
commodities compared with the same week in 1932, except the 
central western, which showed a small decrease. All districts 
reported reductions compared with the same week in 1931. 

Revenue freight loading by districts for the week ended 
June 17, as compared with the corresponding period of 1932, was 
reported as follows: 


Eastern district: Grain and grain products, 4,829 and 4,288: live 
stock, 1,504 and 1,573; coal, 23,414 and 15,115; coke, 1,173 and 752; 
forest products, 1,638 and 1,439; ore, 1,459 and 430; merchandise, L. 
Cc. L., 45,924 and 46,682; miscellaneous, 55,875 and 48,314; total, 1933, 
135,816; 1932, 118,593, 1931, 162,272. 

Allegheny district: Grain and grain products, 2,323 and 2,323; 
live stock, 1,107 and 1,233; coal, 22,722 and 18,443; coke, 2,125 and 
1,149; forest products, 1,339 and 789; ore, 2,477 and 996; merchandise, 
L. C. L., 34,8377 and 35,522; miscellaneous, 48,020 and 38,952; total, 
1933, 114,490; 1932, 99,407; 1931, 146,440. 

Pocahontas district: Grain and grain products, 248 and 177; live 
stock, 153 and 133; coal, 28,639 and 20,353; coke, 242 and 168; forest 
products, 739 and 547; ore, 56 and 25; merchandise, L. C. L., 5,112 
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and 4,903; miscellaneous, 5,620 and 4,209; total, 1933, 40,809; 1932, 
30,515; 1931, 46,940. 

Southern district: Grain and grain products, 2,941 and 2,031; live 
stock, 1,028 and 872; coal, 11,584 and 8,219; coke, 319 and 192; forest 
products, 8,005 and 5,294; ore, 464 and 101; merchandise, L. C. L., 
28,519 and 29,420; misceilaneous, 34,157 and 29,099; total, 1933, 87,017; 
1932; 75,228; 1931, 109,237. 

Northwestern district: Grain and grain products, 11,323 and 4,794; 
live stock, 3,714 and 3,543; coal, 2,836 and 2,208; coke, 869 and 513; 


forest products, 6,424 and 4,018; ore, 6,743 and 1,099; merchandise, 


. C. L., 19,605 and 21,740; miscellaneous, 23,470 and 23,875; total, 
1933, 74,984; 1932, 61,790; 1931, 104,845. 
Central western district: Grain and grain products, 11,677 and 


8,241; live stock, 6,294 and 6,096; coal, 2,806 and 3,001; coke, 88 and 
120; forest products, 4,175 and 3,206; ore, 858 and 1,474; merchandise, 
. C. L., 22,711 and 24,496; miscellaneous, 33,887 and 36,957; total, 
1933, 82,496; 1932, 83,591; 1931, 107,424. 
Southwestern district: Grain and grain products, 4,806 and 3,941; 
live stock, 1,650 and 1,950; coal, 1,603 and 1,266; coke, 82 and 47; 
forest products, 3,200 and 1,847; ore, 209 and 165; merchandise, L. C. 
L., 12,282 and 13,056; miscellaneous, 28,487 and 27,002; total, 1933, 
52,319; 1932, 49,274; 1931, 61,936. 

Total, all roads: Grain and grain products, 38,147 and 25,795; 
live stock, 15,450 and 15,400; coal, 93,604 and 68,605; coke, 4,898 and 
2,941; forest products, 25,520 and 17,140; ore, 12,266 and 4,290; mer- 
chandise, L. C. L., 168,530 and 175,819; miscellaneous, 229,516 and 
208,408; total, 1933, 587,931; 1932, 518,398; 1931, 739,094. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January ........... 1,910,496 2,266,771 2,873,211 
Four weeks in February .......... 1,957,981 2,243,221 2,834,119 
Four weeks in March ............. 1,841,202 2,280,837 2,936,928 
DEVO WEGEE BE DOPE ike cccccccces 2,504,745 2,774,134 3,757,863 
POUGr WEEKS Ih BEAY « c.cccicscsvccces 2,127,841 2,088,088 2,958,784 
WOGK OGMGCR JUNG B oc cccctcccceces 08,234 447,412 761,084 
Week ended June 10 .....ccccsccces 564,546 501,685 732,409 
Week ended June 17 .............. 587,931 518,398 739,094 

WE, dG esapisaseecaeeneseusaanen 12,002,976 13,120,546 17,593,492 


RAILROAD SALARIES 


“When the manager of a railroad dining service receives a 
larger salary than the leading men of the United States Senate, 
the eternal fitness of things gets a jolt in the solar plexus,” 
said Representative Ludlow, of Indiana, in extension of re- 
marks in the Congressional Record appenidx of June 26. 

In view of economic conditions resulting in great numbers 
of unemployed persons and decreases in compensation of work- 
ers, Mr. Ludlow said the question might be properly asked 
whether the salaries paid to many railroad officials ought not to 
be revised downward. 

“I have no sympathy with those who make demagogical 
attacks on railroads, nor do I believe that the salaries of rail- 
road officials should be unreasonably low,” said he. “In view 
of the prejudice against railroad corporations, it may not be a 
popular statement to make, but, nevertheless, it is true that 
the railroads have been a factor of the very first importance 
in making America the great nation that it is.” 

Railroad officials, he continued, should not only be well 
paid but liberally paid, “but that does not mean that the salaries 
of railroad officials should be kept at so high a point that, 
in comparison with them, the salaries paid to other officials, 
public and private, who are key men in the affairs of the 
nation, pale into utter significance.” 

Making comparisons between high railroad salaries and 
salaries of government officials, such as those of the President 
and members of the Supreme Court of the United States, Mr. 
Ludlow said senators and representatives were too far down 
“in the pee-wee class, as far as salaries are concerned, to be 
mentioned in the same breath with an ordinary fourth-rate 
railroad official.” 

“Assistants to vice-presidents, assistants to general coun- 
sels, claim agents, railroad real estate agents, and traffic man- 
agers generally receive higher salaries than members of Con- 
gress,” said he. “The salary of a United States senator is 
$8,500 a year. One railroad company pays $9,000 a year to the 
manager of its dining service, and this dining-service gentle- 
man receives $500 per annum more than is paid to Senator 
Borah or to Senator Robinson of Arkansas, the majority leader 
of the Senate, or to Hon. Joseph W. Byrns, the very able 
majority leaders of this House.” 

Mr. Ludlow based his remarks on railroad salaries as re- 
vealed in the Commission’s report on salaries last year but 
not on the supplemental report submitted recently to Chair- 
man Dill which showed reductions in salaries as compared with 
those shown in the previous report. 


RAILROAD COORDINATING COMMITTEES 


At a meeting of the presidents of eastern lines in New York, 
June 29, the coordinating committee for the eastern district 
called for by the emergency railroad transportation act was 
elected and rules were set up for its functioning. The committee 
consists of F. E. Williamson, president of the New York Cen- 


The Traffic World 








Vol. LII, No. 1 





tral; W. W. Atterbury, president of the Pennsylvania; Daniel 
Willard, president of the Baltimore and Ohio; J. J. Bernet, presi- 
dent of the Chesapeake and Ohio, and J. J. Pelley, president of 
the New Haven. The first meeting of the committee was set 
for next week. 

The coordinator section of the act provides that the regional 
coordinating committees be elected by vote of the lines in the 
three major districts into which the railroads are divided, as 
specified by the coordinator, the vote being recorded on the 
basis of mileage of the individual lines within the particular 
district. Commissioner Eastman—now also Coordinator East- 
man—last week divided the railroads into eastern, western, and 
southern groups, generally following the lines used for group- 
ing the carriers for statistical and other purposes. 


SHORT LINE MEETING 


Preliminary steps to adjust the affairs of the short line 
railroads of the country to the “new deal” were taken at the 
annual meeting of the American Short Line Railroad Associa- 
tion, in Chicago, June 23 and 24. Machinery for the appoint- 
ment of representatives of the short lines to work with the 
territorial coordinating committees to be appointed under the 
railroad emergency act was set up and the deck cleared for 
the “long pull” ahead. Factional differences within the asso- 
ciation were said to have been completely cured at the close 
of the two-day meeting and a new set of officers was elected. 





W. L. White, general manager of the Yosemite Valley | 


Railroad Company, Merced, Calif., was elected president of the 
association, succeeding Bird M. Robinson, who died. Some 
indication that the membership anticipates rough sailing ahead 
was given by a resolution adopted by the meeting providing 
that the president, the traffic vice president, and the general 
counsel should not accept any other employment than that of 
the Association. Their entire time must be devoted .to its 
interests, under the resolution, it being the belief of those 
present that the coordinator law and other recent developments 
will create more work for the officers than they had been called 
upon to perform in the past and that the collective interests of 
the short lines must be protected to that extent. 

John A. Streyer, of Atlanta, Ga., was elected traffic vice 
president; Mark T. McKee, Detroit, vice president, public rela- 
tions, and R. E. Schindler was reelected secretary-treasurer. 
Clarence Miller was elected general counsel by the executive 
board. 

A resolution was adopted instructing that a telegram be 
sent Joseph B. Eastman, railroad coordinator, saying that all 
internal differences in the organization had been settled and 
that the coordinator would have the full support of the Asso- 
ciation, speaking for the entire membership. 

In the course of the meeting considerable apprehension was 
expressed that the terms of the coordinator bill threatened the 
future welfare of the short lines. Anticipated changes in prac- 
tices, with particular reference to routing, it was thought, quite 
possibly might be deleterious to their interests. Full confidence 
in the coordinator, himself, was expressed, however. 

Mr. White and Mr. Miller submitted to Coordinator Eastman 
this week the plan of the American Short Line Railroad Associa- 
tion for the selection of the special members of the regional co- 
ordinating committees to represent the steam railroads that had 
earnings in 1932 of less than $1,000,000. The plan, which was in 
line with a resolution adopted at the meeting of the short line 
association and which was approved by the coordinator, was out- 
lined by Mr. Miller as follows: 


By the terms of the plan the association nominates one member 
for each of the three regional coordinating committees, and four mem- 
bers to constitute an advisory board to work with the special mem- 
ber of the coordinating committee. These nominees are to be sub- 
mitted to all short lines, both members and non-members of the 
association, for ballot, provision being made every short line may 
vote either for the nominees of the association or for any other per- 
son they desire. The result of the balloting is to constitute the As- 
sociation’s recommendation to the coordinator for selection as the 
spec'al members of the regional coordinating committees. Each short 
line is to have one vote regardless of mileage. It is provided that all 
— are to be returned to the association not later than July 15, 
1933. 


Mr. White, the new president of the Association, was born in 
Bevier, Mo., December 8, 1886. After completing high school in 
Chicago in 1903 he entered the service of the Chicago & Eastern 
Illinois Railroad Company as office boy In the office of the vice- 
president and treasurer, He later saw service in the auditing, 
traffic, operating and mechanical departments of the Chicago, 
Rock Island & Pacific Railway Company, the Northern Pacific 
Railway Company, the Southern Pacific Railway Company, the 
Sierra Railway Company of California and the Oregon Short 
Line Railroad. In 1915 he was appointed general freight and 
passenger agent of the Salt Lake & Utah Railroad, and con- 
tinued in that service until 1920, when he became assistant 
general manager of the Yosemite Valley Railroad at Merced, 
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Calif. In 1921 he was appointed general manager of that road 
and held that position at the time of his election. He has 
been a member of the executive board of the American Short 
Line Railroad Association since 1923. 


COORDINATION OF TRANSPORTATION 


The Traffic World Washington Bureau 


So far as outward appearances go, Coordinator Eastman is 
making haste slowly in the discharge of the duties laid upon him 
by President Roosevelt. Thus far his visible staff consists of 
J. W. Carmalt, Frank Livingstone, his confidential clerk as a 
commissioner; W. J. Rogers, a Commission examiner and three 
or four clerks. Other agencies of the “new deal” have visible 
organizations of a size to impress callers with an idea that things 
of vast import are being done or are about to be done. 

The “new deal” organizations, other than that of Coordina- 
tor Eastman, are so large and so active that they are reminders 
of the delirious days after this country went into the world war 
and President Wilson set up machinery for unifying the opera- 
tions of industry and transportation for the winning of the war. 
The administration of the national industrial recovery act has 
brought thousands of business men to Washington to learn how 
to make codes of fair competition under which they must con- 
duct their affairs in an effort to increase employment, raise 
wages and shorten hours of work. The work of the recovery 
administration, under the guidance of Gen. Hugh S. Johnson, a 
retired army officer, is in the stage reminiscent of the days when 
the War Industries Board and other war-time agencies, not for- 
getting the Railroad Administration, was putting industry and 
transportation under a control differing from any that govern- 
ment had ever exercised over them. 

Thus far the only noticeable change in the office practices of 
Mr. Eastman is that the door to the office does not stand wide 
open as in the days when he was working as a commissioner. 
The reason for that appearance of exclusiveness almost, if not 
wholly obvious, is that there has been a great increase in the 
number of persons desirous of seeing him, many of them patently 
in search of work. Thus far the searchers for work have been 
diverted to Mr. Rogers, although on account of his familiarity 
with the operation of the terminal facilities of the railroads by 
reason of his work in the Commission’s Bureau of Service, it is 
thought that he will soon be relieved of that personnel work. 

Announcement of the appointment of members of the co- 
ordinator’s staff, it is believed, will be made when President 
Roosevelt, who is expected to return to Washington early in 
July, has had an opportunity to pass upon Mr. Eastman’s ideas 
as to what should be done. The Comptroller General has ruled 
that the 15 per cent reduction of salary economy law does not 
apply to the coordinator’s staff. The members of it, it is pointed 
out, are not to be paid from government funds but frem the 
assessment of $1.50 a mile to be collected by the Treasury from 
the railroads for defrayment of expenses incurred by the co- 
ordinator. It was pointed out that it would be useless book- 
keeping, even if the economy statute were held to apply, for a 
salary to be set initially and then reduced 15 per cent. 

A suggestion in connection with the coordinator’s failure to 
attain publicity this week concerning his work was that his idea 
was to do something and then announce a result without much 
if any talk about it beforehand. Mr. Eastman has not fallen 
into the habit of executive cfficers in Washington, including the 
President, of holding conferences with newspaper men at stated 
intervals. His plan is to use the facilities of the Commission for 
announcing the things he has done. His division of the railroads 
into three districts and the few statement he has put out have 
been distributed through the Commission’s facilities of publicity. 


ST. LOUIS-KANSAS CITY LINE 

The St. Louis-Kansas City Short Line Railroad Co., whose 
application for a loan of $35,000,000 from the R. F. C. to build 
an electric railroad between St. Louis and Kansas City was re- 
cently dismissed by the Commission on the ground that the 
applicant was not a qualified applicant for a loan, has filed an 
application with the Commission in Finance No. 10055 seeking 
authority to build the line. 


TELEPHONE COMPANY EARNINGS 


In the four months ended with April the large telephone 
companies of the country had aggregate net operating income 
of $56,275,837, a decrease of $12,384,628 or 18 per cent compared 
with the income for the corresponding period of 1932, accord- 
ing to compilations from reports of 103 companies made by the 
Bureau of Statistics of the Commission. For April the income 
was $14,897,414, a decrease of $3,006,084 or 16.8: per cent com- 
pared with the income in April, 1932. The number of company 
stations in service at the end of April was 14,676,449, a decrease 
— as compared with the number at the end of April, 
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LOSS AND DAMAGE PAYMENTS 


A reduction of 85 per cent in railroad payments for loss and 
damage to freight between 1920 and 1932 is evidence of the value 
of organized effort in the improvement of loading and shipping 
practices, according to A. L. Green, special representative of 
the committee on freight claim prevention, American Railway 
Association, Chicago. Numerous practical suggestions covering 
the use of timber in bracing freight shipments were outlined 
by him in a recent address before the National Association of 
Purchasing Agents. In his address, Mr. Green emphasized 
that the record he referred to was by no means to be credited 
entirely to the railroads. The greater safety with which the 
railroads were carrying freight, he said, was also due to im- 
proved packing and more secure loading by shippers and to 
better marking. Many special studies had been made on de- 
tailed technical aspects of loading and bracing, he pointed out, 
but insisted that further investigation was needed, some of 
which must be undertaken cooperatively with the shippers. 

He summarized the more important practices and principles 
involved in the use of wood bracing for the protection of ship- 
ments. A large part of the information which he presented, 
he said, was supplied by John A. Newlin, United States Forest 
Products Laboratory, Madison, Wis. That part of his paper 
dealing with the efficient use of “bracing timber,” follows: 


The main consideration in selecting lumber for car bracing is to 
avoid using pieces that are seriously weakened by the presence of 
knots and other defects. Knots and knot holes will weaken timber 
in resistance to static bending loads at least as much as a bored 
hole of the same diameter and position. Knots reduce the strength 
of the piece from the standpoint of absorbing shock to a far greater 
extent than from the standpoint of resisting static bending loads. 
Knots in pieces that are subjected to bending either by static loads or 
impact are most serious when the knots occur in the center of the 
length of the piece and have little influence on the strength of the 
piece when they are near the end of the piece. Knots subjected to 
endwise crushing are not so serious as knots in pieces subjected to 
bending. 

The weakning influence of knots is primarily due to the cross 
grain which they introduce in the piece. The bending strength and 
resistance to impact of a piece of timber across the grain is small in 
comparison to its strength along the grain. The bending strength of 
a piece across the grain is also reduced by checks which follow the 
grain; therefore, a comparatively small cross grain has a decided 
weakening influence on the strength of the timber when subjected 
to bending. 

In short, knots weaken a piece subjected to bending to a very 
great extent. They not only decrease the maximum load which a 
timber will support but, by decreasing the deflection to failure, have 
a much greater effect upon shock-resisting ability of the timber. 

Knots in short blocks, checks, etc., have little influence on the 
serviceability of the block except that such blocks are likely to be 
hard to nail. 

Knots at the center of the brace which reduce the strength of 
the brace 25 per cent below that of clear wood when the knot is 
placed toward the load will reduce the strength of the brace fifty 
per cent below that of clear wood when placed away from the load. 


Strength in Struts 


The strength of struts (braces which resist pressure endwise) 
will ordinarily be determined by the end fastening or their stiffness, 
two features that have little relation to the knots present. Struts 
to have a maximum strength for a given amount of material should 
be square in cross section. Struts whose length is more than thirty 
times their least dimension are weak. 

Nailing Extremely Important 

The relation of the number, size and kind of nails to the size 
and kind of timber is most important where dunnage is used for 
shoring freight. As requirements for the individual case differ, about 
all that can be said is, that the nails which will give maximum hold- 
ing force ‘‘should be of sufficient length to completely penetrate the 
piece holding the point but not of such a diameter that they split 
the bracing.’”’ In this connection, however, it is most important that 
nails be not driven clear through the sides of cars. Where a brace 
must be nailed on car lining that is too thin to stand heavy impact 
pressure, a good sized wood bearing plate can be used to distribute 
the load over several lining boards and shorter nails, but plenty of 
them, can be used. 

The length of nail that will give the best results is one in which 
approximately two-thirds of its length is in the lining and stanchion. 
It is much better to have the nails go into the car stanchion or post 
than into the car siding only. 

Number of ‘Nails Needed 


A dry 2x6 when placed on edge against the load will require from 
three to six 20-penny nails in the cleat at each end that takes the 
impact stress to develop the full strength of the 2x6, depending upon 
the arrangement of the cleat, quality of the 2x6, and penetration in 
the piece holding the point. To be sure of balance in strength be- 
tween nailing and brace, we recommend the full six nails always be 
used and that at least half be driven through cleat into car stanchion. 
It is said, “The proper balance is reached when there is an equal 
likelihood of the wood failing or of the nails breaking off or pulling 
from the brace. All nailing should be staggered. Nail splitting of 
toe blocks, causing a “‘brooming”’ effect, reduces their strength tre- 
mendously. 

The shorter and heavier nails are less likely to be bent when 
being driven than the more slender nails of the same length. Most 
people are less likely to bend a nail when using a fairly heavy ham- 
mer than when using a light one. The weight and kind of hammer 
to use, however, is primarily a question for the individual to de- 
termine. Many factory superintendents prefer hammers with heads 
serrated or cross-hatched. This reduces the miss hits and the danger 
of nails flying. 

Compressed Air Hammer for Nailing 


A very recent development is a compressed-air hammer de- 
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signed for driving wire nails or spikes in the blocking and bracing of 
freight. A large shipper says it can be used in cramped space where 
it is difficult to use a hammer; that in driving no nails are missed 
or bent, every nail being driven home, and that the air-driven ham- 
mer has proven quicker and cheaper in operation than the hand 
hammer, this advantage increasing with the larger spikes. 

Some shippers follow the practice of driving nails in floor block- 
ing at a slight slant away from the load. The first nail or spike is 
driven at a slant toward the load to keep cleat firmly pressed against 
load and other nails are slanted away from load so the tendency of 
load pressure is to push nails into floor, giving the nails a ‘‘hooked”’ 
effect in floor. Other authorities claim nails should be driven straight 
down for best holding. It is a question that should be settled defi- 
nitely. 

Nails driven into green wood quite generally lose their holding 
power as the wood dries out. 


Friction Nails 


Cement coating, and the pitting of nails in an acid bath or by 
“sand” blasting with steel grit materially increases their holding 
power. The claim experience with cement-coated nails in the brac- 
ing of automobiles in cars has been most favorable. Extensive prac- 
tical experience also bears out an expert’s statement that ‘‘on an 
average, a box built up with cement-coated nails will withstand about 
one and one-half times as much rough handling as a box made with 
the same number and gauge of smooth nails.” 

While cement-coated nails would give positively superior results 
to the common smooth nail if used generally in the bracing of freight, 
cement coating, unfortunately, is partially removed in driving through 
one timber into another. The pitted or ‘‘etched’”’ nail, on the con- 
trary, does not lose any of its holding power by being driven through 
one piece into another or by being withdrawn and redriven. 

Tests made in the Forest Products Laboratory developed that 
16-penny cement-coated nails driven first through 15% in. dry southern 
yellow pine and the points allowed to penetrate 1% in. into another 
piece of the same species had an average holding power for 10 tests 
of 330 pounds. Cement-coated nails driven directly into the test 
specimens and pulled had an average holding power of 445 pounds, 
which means a loss in holding of about 25 per cent due to wiping off 
of the coating in passing thorugh the first member. 

Acid etching or pitting is a process developed by the Forest 
Products Laboratory, is not patented and can be used by any nail 
manufacturer without charge. The sand-blasted nail is patented. 
Neither nail is produced in volume. They cost somewhat more than 
the common nail or spike, but if the increased work they do is con- 
sidered, probably the relative cost is less. Nail suppliers say volume 
demand would reduce the cost. . 

Holding power tests are being made on the sand-blasted nail. 
Tests recently made on standard (bright) acid-pitted and cement- 
coated 20-penny nails showed the following average results for six 
nails driven 2 inches deep in each test: 


Per cent Per cent 
Average pullin increase Average pullin increase 
lbs. to remove over lbs, to over 

from yellow standard removefrom _— standard 
Type of Nail pine nail oak nail 
Standard (bright) ...... 573 cme 695 er 
Cement-coated ......... 735 28.3 892 28.7 
po 945 64.9 1062 53.2 


Lag Screws 


Experts advise against the use of lag screws in bracing freight. 
The damage experience with them has been bad. An executive of 
a firm noted for efficient loading says, ‘‘Under no condition or cir- 
cumstance do we use lag screws, which are the most dangerous piece 
of equipment that you can introduce in a job. If turned home and 
then given a half-turn beyond that, it tends to pull it out and crushes 
the wood fibres which hold it in place; in other words, it rips out 
the thread of the wood.” 


Conclusion 


In summary, we think the great variation as to every important 
element entering into the bracing of freight—the species, the grade, 
the relative dryness, the dimensions, the care of lumber, and the 
question of ease of application and nailing—would justify the National 
Association of Purchasing Agents in making a survey to determine 
whether, and to what extent, improved practices or standards are 
possible of practical attainment. We further believe similar study 
would pay in connection with the purchase of lumber for boxing and 
crating in general. If it is thought the American Railway Associa- 
tion could assist in compiling and analyzing the data and in drafting 
specifications, the Association is ready to cooperate. Since lumber 
specifications for containers have already been adopted by the gov- 
ernment and by a few large corporations, the task should be not too 
much for committee accomplishment. 


TARIFF SIMPLIFICATION 


Editor The Traffic World: 

A few years ago it was considered foolish to suggest a 
freight tariff of the express block type. Today the latter is, in 
part, a reality. It is needless to invite attention to the numer- 
ous “all-freight” tariffs and truck-competitive rates that are in 
effect and reflect or are based on block or distance scale rates 
prescribed by the I. C. C.. 

In recent years the I. C. C. prescribed rates east of the 
Rocky Mountains on a distance scale in blocks, and it may be 
well to consider that a simple tariff of the express block type 
may now be in order. The present type of tariff is obsolete, 
burdensome, complex, and replete with intricacies and beyond 
the control of the compiler, 

Recently an occasion was had to review a set of papers in- 
volving a freight rate controversy and it was observed that 
the papers passed eleven times between the carrier and ship- 
per, four times before the I. C. C. in an informal complaint, and 
finally settled in a formal docket. Why? All over a freight 
rate interpretation. Do carriers think to save money? If so, 
it is not apparent here. The amount of money wasted compiling 
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an intricate tariff; the cost per hour of a rate clerk diligently 
searching for a rate; the charges attributed to a recheck and 
accounting; and, finally, the cost of attorney fees used in de- 
fense of rates in complaints runs into thousands of dollars. In 


addition, there is the shippers’ and receivers’ expense to be | 


added. 

A tariff should be so simple of construction and interpre- 
tation that an eighth grade school child should be in position 
to understand it, and when:that day comes the carriers and the 
shipping public may economize on salaries and expense of 
printing and make life worth living. 

Charles Zatzer. 

Maywood, IIl. 


TOO MUCH “YESSING” 


Editor The Traffic World: 

Your editorial in the June 24 Traffic World, headed 
“Business in the Toils,” is most timely. One of the big troubles 
of the railroads ever since Mr. McAdoo took hold has been too 
much “yessing.” They have ‘“yessed” the I. C. C., the Senate, 
the House, the barge line, the chief executive—not only the pres- 
ent one, but others—and it has been absolutely a wrong policy. 

Why shouldn’t they stand up for their rights? The executives 
of the railroads have not protected their stockholders and bond- 
holders, and not all of the stockholders are rich men and women, 
Every man or woman who has an insurance policy has an in- 
terest in the railroads. 

This same week-kneed policy of “yessing” the politicians 
applies to other business besides the railroads. They are not 
the only guilty ones, but dictatorships do not always make for 
living wages. I do not think it has been so in the case of Mr. 
Stalin and Mr. Mussolini, nor do I believe it will be in the case 
of Mr. Hitler. After all, business properly conducted produces 
the money for the payrolls. The politicians as a rule produce 
nothing except frothings at the mouth. 

The only things they seem to know how to produce are 
bills in Congress to spend the money received from taxes, which 
are produced by legitimate business. 

After all, the above is simply chewing over old fodder. 

R, Flickinger. 

Denver, Colo., June 28, 1933. 





VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads in the first 
four months of 1933 amounted to 78,286,457,000 net ton miles, 
according to reports received by the Bureau of Railway Eco- 
nomics. 

This was a reduction of 11,129,875,000 net ton miles or 12.4 
per cent under the corresponding period in 1932, and a reduc- 
tion of 37,788,091,000 net ton miles or 32.6 per cent under the 
same period in 1931. 


Railroads in the Eastern district for the four months’ period 
in 1933 reported a reduction of 12.5 per cent in the volume of 
freight traffic handled compared with the same period in 1932, 
while the Southern district reported a reduction of 8.2 per cent. 
The Western district reported a decrease of 13.9 per cent. 

The volume of freight traffic handled by the Class I rail- 
roads in April amounted to 19,831,280,000 net ton miles, a reduc- 
tion of 1,427,819,000 net ton miles or 6.7 per cent under the same 
month in 1932, and 8,880,203,000 net ton miles or 30.9 per cent 
under April, 1931. 

In the Eastern district the volume of freight traffic han- 
dled in April was a reduction of 11.9 per cent compared with 
the same month in 1932, while the Southern district reported 
an increase of one-tenth of one per cent. The Western district 
reported a reduction of 1.2 per cent. 





TRANSPORT AND FOREST CAMPS 


Special trains and busses are emptying men into the forests 
at the rate of 9,000 a day, according to Robert Fechner, direc- 
tor of the President’s reforestation program. The movement 
of men was being speeded up to the end that there would be 
not less than 250,000 members of the civilian conservation 
corps in forest work camps by the first of July. 


Railroads, said Director Fechner, had benefited through 
increased traffic caused by the movement of 53,000 men from 
the east to western work camps. He said that in the perform- 
ance of its mission of feeding, equipping and housing and trans- 
porting the men, the War Department had bought 3,000 trucks, 
large quantities of food, 240,000 cots, 502,000 pairs of shoes, 
1,375,000 pairs of socks, 632,000 denim trousers, and 240,000 
pillows. Several thousand trucks needed for forest work also 
have been bought or contracted for by the forest service of the 
Department of Agriculture. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


OBERT S. THACKARA, chairman of the United States Inter- 

coastal Conference, has announced that the member lines 
of the conference have ordered published and filed an eastbound 
lumber rate for August of $10.75 plus 25 cents surcharge and 
a rate of 60 cents a thousand plus 3 per cent on shingles. This 
brings the lumber rate to the highest level since last Decem- 
ber. Increased demand for lumber space has resulted in heavy 
bookings for July and August, according to reports. 

Beginning with the sailing of the American Eagle from 
Philadelphia July 11, the International Freighting Corporation 
will establish fortnightly general cargo service from Philadelphia 
to Mobile, New Orleans, Houston, and Galveston, via Baltimore 
and Norfolk. The McCormick Steamship Company will repre- 
sent the new service at Philadelphia, Baltimore, and Pittsburgh. 

The Quaker Line plans to shorten its transit time in the inter- 
coastal service by four days through rearrangement of schedules 
and some mechanical alterations. Beginning July 2 with the 
S.S. San Vincente, ports of departure on the Atlantic coast will 
be Philadelphia, Baltimore, and Norfolk. The ships will reach 
San Diego in twenty days from Norfolk and Los Angeles on 
the twenty-first day. 

There have been no stirring developments in the full caigo 
trades in the last week. Grain charters were limited to two 
and other markets showed no more than fair activity. 

In the grain trade, two 1,500-ton Norwegian steamers were 
fixed from Fort William or Port Arthur to the United Kingdom, 
on the basis of 2s 9d for spot loading, with option of finishing 
at Montreal at 1s 414d. 

Chartering of transatlantic sugar cargoes continued fairly 
active. Among the recent fixtures in this trade were a steamer 
of 2,880 net tons from Cuba to United Kingdom-Continent on 
the basis of 13s 3d for July loading, and a 3,300-ton vessel 
from Santo Domingo to United Kingdom-Continent on the basis 
of 18s 414d for first half July loading. 


In addition to West Indies and Canadian business the time 
charter market had some interesting features. Two vessels of 
about 2,700 tons were engaged for the South American trade 
for July, both done on private terms, and two American vessels 
of 2,759 and 2,267 net tons were taken for a period in the North 
Atlantic-Gulf trade, also on private terms. 


The coal trade registered a cargo from Hampton Roads to 
Pernambuco, a 3,000-ton steamer at $1.90 for July. This trade 
is greatly interested in the efforts of the Coal Exporters’ As- 
sociation to obtain a reduction of about 50 cents a ton in the 
railroad tidewater rate on coal. It is believed that this reduc- 
tion, if granted by the Interstate Commerce Commission, would 
serve to stimulate the export coal trade considerably. Except 
for the cargo noted above, inquiry has been limited to West 
Indies destinations. 


The tankers trade has remained fairly quiet during the past 
few days, but several American vessels have been withdrawn 
from layup, with owners’ ideas on rates somewhat in excess of 
those which have been prevailing lately. One dirty boat was 
fixed from California to the Philippines on the basis of 25 cents 
for August. An American steamer was fixed for gasoline from 
the Gulf to San Francsico and Seattle at 45 cents to 50 cents. 


IMPROVEMENT IN OCEAN SHIPPING 


Appreciable improvement in ocean shipping is indicated in 
reports received by the Commerce Department’s transportation 
division showing increased tonnage cleared through many world 
ports in the first quarter of this year. Reports received also 
indicate activity in shipbuilding and port improvements, and 
decreases in laid-up tonnage. 

Merchandise shipments through the Suez Canal the first 
quarter of 1933 registered a gain of 731,000 metric tons compared 
with the corresponding period last year. Reports from Canada 
indicate a decided pick-up in shipping on the Welland and Sault 
Ste. Marie Canals in May. Halifax port traffic also showed con- 
siderable improvement the first part of the year, especially in 
March, acéording to reports. 

Cargo traffic at Italian ports increased by more than 4 per 
cent the first quarter of 1933, with vessel entrances at Genoa 
totaling 1,268 carrying 1,388,000 tons of merchandise. Large 
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cargo movements were reported in the first quarter at the Ger- 
man river ports and at Bremen. 

An increase of about 10 per cent in vessel tonnage arriving 
at British ports was reported in March, with the outgoing cargo 
movement exceeding that of March a year ago. . This was said 
to be the first time in three years when an increase in outgoing 
cargo was shown for any month compared with the correspond- 
ing month of the preceding year. 

Reports from the Far East state that the tonnage of foreign 
vessels entering the port of Hong Kong the first quarter of 1933 
exceeded that in the corresponding period of last year. 

Many programs for port improvement are now being carried 
out in world ports, according to advices to the department. Con- 
struction of a breakwater and two basis by the French govern- 
ment at Marseilles is under way. Dry docks are soon to be 
constructed by the Finnish government at Helsingfors and Abo. 

From South America come reports that the Argentine Min- 
istry of Public Works has approved a plan calling for the con- 
struction of a public grain elevator at Quequen. It is also re- 
ported that navigation aids, including a new lighthouse and 
many new bouys, are soon to be placed in the harbor at Cauenne, 
British Guiana. 

Reports of shipbuilding activities in Finland said that the 
shipyards there have nearly completed their orders for Soviet 
Russia, and final deliveries are scheduled for the near future. 
The contract called for 12 tugs, 1 tanker and 23 small motor 
vessels for towing and transportation purposes. It is reported 
that the Finnish yards are now negotiating for another contract 
with the Soviets. 

Further subsidies for French shipping have been proposed in 
the Chamber of Deputies in a bill providing assistance to French 
shipowners through partial payment of crews’ wages. The Ger- 
man government, also, recently granted 20,000,000 marks to the 
shipping industry to mobilize idle tonnage. 


Decreased laid-up tonnage is reported from several foreign 
countries. Japanese idle shipping decreased by 23,000 tons in 
April. Danish idle tonnage continues to decrease, laid-up ship- 
ping at the end of March totaling 176,000 tons compared with 
220,000 tons at the end of March last year. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15, of the shipping act of 1916, hawe been approved by the Ship- 
ping Board: 


Pacific Coast to Spain: 2268—Panama Mail Steamship Company 
(Grace Line) with Compagnie Generale De Navigation a Vapeur, 
Compania Transatiantica Espanola, and Compania Espanola De 
Navegacion Maritima: This greement covers through shipments of 
eanned goods and canned and dried fruit from United States Pacific 
Coast terminal ports of call of Panama Mail to designated Spanish 
ports of call of the on-carrying lines, with transshipment at New 
York. 

Atlantic Coast to Australia and New Zealand: 2346—Pacafic-At- 
lantic Steamship Company with Oceanic & Oriental Navigation Com- 
pany and the Oceanic Steamship Company: This agreement covers 
through shipments from United States Atlantic Coast ports to 
Australia and New Zealand, with transshipment at San Francisco 
or Los Angeles Harbor. 

Japan to Puerto Rico: 2381—Osaka Shosen Kaisha with Bull 
Insular Line, Inc.: This arrangement covers through shipments of 
toys from Japanese ports of call of Osaka Shosen Kaisha to ports 
of call in Puerto Rico of Bull Insular Line, with transshipment at 
New York. 

Australia and Zealand to United States Gulf ports (2394) 
2394—Union Steam Limited, with 
Luckenbach Gulf Steamship Company, Inc.: This agreement pro- 
vides for through billing arrangement covering shipments from 
ports of call of Union Steam Ship Company of New Zealand, Ltd., 
in Australia and New Zealand to United States Gulf ports of call 
of Luckenbach Gulf Steamship Company, with 
at San Francisco or Los Angeles Harbor. 

Australia and New Zealand to United States Atlantic ports: 2395 
—Union Steam Ship Company of New Zealand, Limited, with Lucken- 
bach Steamship Company, Inc.: This agreement provides for through 
billing arrangement covering shipments from ports of call of Union 
Steam Ship Company of New Zealand, Ltd., in Australia and New 
Zealand to United States Atlantic ports of call of Luckenbach Steam- 
ship Company, Inc., with transshipment at San Francisco or Los 
Angeles Harbor. 

Atlantic Coast to Australia and New Zealand: 2402—Dollar 
Steamship Lines, Inc., Ltd., with the Oceanic Steamship Company: 
This agreement covers through shipments from United States Atlan- 
tic Coast ports to ports of call in Australia and New Zealand, with 
transshipment at Los Angeles Harbor or San Francisco. 

Hoquiam, Washington, to Gulf ports: 2405—Pacific Steamship 
Lines, Ltd., with Luckenbach Gulf Steamship Company, Inc.: This 
agreement covers through shipments of printing paper, other than 


New 
Ship Company of New Zealand, 


Inc., transshipment 
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newsprint paper, from Hoquaim, Washington, to Gulf ports of call 
of Luckenbach Gulf. 

Atlantic Coast to Orient: 2235—Panama Mail Steamship Company 
(Grace Line) with Nippon Yusen Kaisha: This agreement provides 
for through billing arrangement covering shipments from United 
States Atlantic Coast ports of call of Panama Mail Steamship Com- 
pany to Japan, China, Straits Settlements, and India, with tranship- 
ment at Los Angeles Harbor, San Francisco or Seattle. 

West Africa to United States Pacific Coast: 2318—American-West 
African Line, Inc., with American-Hawaiian Steamship Company: 
This agreement provides for through billing arrangement covering 
shipments from West African ports to United States Pacific Coast 
ports, with transhipment at New York. 

West Africa to U. S. Pacific Coast: 2319—Elder Dempster Lines, 
Ltd., with American-Hawaiian Steamship Company: This arrange- 
ment covers through shipments from West African ports to United 
States Pacific Coast ports, with transhipment at New York. 

U. S. Pacific Coast to South and East Africa: 2344—Luckenbach 
Steamship Company, Inc., with Prince Line, Ltd., Union Castle Mail 
Steamship Company, Ltd., The Clan Line Steamers, Ltd. (Union Clan 
Line), Ellerman & Bucknall Steamship Company, Ltd., American- 
South African Line, Inc., Houston Line (London), Ltd., and Deutsche 
Dampfschifffahrtsgecellschaft ‘‘Hansa’’ (Hansa Line): This: arrange- 
ment covers through shipments of canned goods and dried fruit from 
United States Pacific Coast ports to specified South and East Afri- 
can ports, with transhipment at New York. This agreement is to 
supersede Agreements Nos. 1284, 1285, 1290, 1617, 1621, and 1622 on 
file with and approved by board. 

Agreement Modified 


2082-2—Panama Mail Steamship Company with the Oceanic 
Steamship Company and Oceanic and Oriental Navigation Company: 
Modifies an agreement between Panama Mail Steamship Company and 
the Oceanic Steamship Company covering through shipments from 
United States Atlantic Coast ports to Australia and New Zealand, 
with transshipment at Los Angeles Harbor or San Francisco. The 
purpose of this modification is to record Oceanic and Oriental Navi- 
gation Company as a participating transpacific carrier in this agree- 
ment. 

59-7—River Plate and Brazil Conference: Modifies agreement of 
the River Plate and Brazil Conferences approved by the board August 
21, 1933. That agreement requires each member line to post a trust 
deposit to guarantee payment of any judgment entered against it 
under the arbitration provision of said agreement. By modification 
approved by the board August 31, 1932 (Conference Agreement No. 
59-5), the carriers agreed to admit Houston Line (London) Ltd., to 
Conference membership without requiring the specified trust deposit 
and also agreed to permit Wilhelmsen Steamship Line and Lamport 
& Holt, Ltd., to withdraw their deposits for so long a period as 
Houston Line remained a Conference member without deposit. The 
modification now submitted permits Linea Sud Americana, Inc., to 
withdraw its trust deposit subject to the same conditions as Wil- 
helmsen and Lamport & Holt. 

120-4-3 and 120-4-4—Trans-Atlantic Passenger Conference: These 
agreements record agreements between the members of the Trans- 
Atlantic Passenger Confrence in respct to cruises to be operated by 
member lines from United States ports to Northern European ports 
(120-4-3) and to Western Mediterranean, North Sea and Baltic Sea 
ports (120-4-4). These agreements are detail agreements filed pur- 
suant to the provisions of general cruise agreement (120-4) approved 
by the board December 7, 1932. They provide for establishment of 
minimum first-class cruise fares by unanimous agreement of the sig- 
natory lines. One-way fares are to be the same as regularly estab- 
lished conference trans-Atlantic fares except that fares to Mediter- 
ranean, North Sea and Baltic Sea ports are to be 5% higher when 
transportation is on vessels ordinarily operated in the North Atlan- 
tic service. All shore excursions are to be charged for at actual cost 
and on Mediterranean-Norway cruises the total of such shore excur- 
sions is not to exceed $130. Parties to the agreements may allow re- 
duction from ocean fares to agents or their responsible clerks and 
to their wives and dependent children under 18 years of ago. The 
agreements specify the commissions to be paid to general agents and 
sub-agents and to party organizers. Each agreement is to remain 
operative up to December 31, 1933. 

197-2—Brazil-United States Freight Conference: This modifica- 
tion extends through September 30, 1933, agreement of the Brazil- 
United States Freight Conference approved by the board January 25, 
1933, as extended by modification approved April 20, which by its 
present terms extends through June 30. This agreement provides 
for maintenance of agreed rates on general cargo and coffee. from 
Brazilian ports to United States Atlantic and Gulf ports and speci- 
fies the approximate frequency of sailings to be maintained by each 
of the signatory lines. 

Agreements Cancelled 
446-C—American-Hawaiian Steamship Company with California 
Navigation and Improvement Company: Cancels contract, approved 
by the board February 2, 1926, covering through shipments from U. 
S. Atlantic Coast ports to Stockton, California, with transhipment at 
San Francisco. 

502-C—American-Hawaiian Steamship Company with North Pa- 
cific Steamship Line (A. B. Johnson Lumber Company): Cancels an 
agreement, approved by the Board May 3, 1927, covering through 
shipments from U. S. Atlantic Coast ports to Grays Harbor, Wash., 
with transhipment at San Francisco. 

580-C—Los Angeles Steamship Company with American-Hawaiian 
Steamship Company: Cancels agreement, approved by the Board 
February 21, 1928, covering through shipments from San Diego, Cali- 
fornia, to U. S. Atlantic ports, with transhipment at Los Angeles 
Harbor. 

Cancellation of these agreements is requested because they do 
not conform with the tariffs filed in accordance with the Intercoastal 
Shipping Act, 1933. 


PORT OF HOUSTON COMMERCE 


Commerce through the Port of Houston for May exceeded 
that of any previous month in its history. A total of 211 sea- 
going vessels arrived and 210 departed from the port carrying 
1,427,991 short tons of cargo, which was an increase of 36.8 per 
cent over the same month of 1932. There was a marked in- 
crease of all kinds of traffic, imports and exports, and inbound 
and outbound to Gulf, Atlantic and Pacific coastwise ports, par- 
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ticularly to the North Atlantic, which showed an increase of 
57 per cent. 

The first five months’ period of 1933 indicated an increase 
of 22 per cent in tonnage over that of 1932, 25.2 per cent over 
1931 and 4.77 per cent over 1930, the previous banner year. 

This increase was not in cotton and oil alone, the major 
items of export, but in general commodities such as rice, coffee, 
sugar, canned goods, steel, fertilizer, vegetable oils, etc. 


ABOLITION OF SHIPPING BOARD 


Secretary of Commerce Roper said this week that plans 
were being made for transfer of the activities of the Shipping 
Board and the Merchant Fleet Corporation to the Department 
of Commerce as provided in the executive order issued by Presi- | 
dent Roosevelt. The order is effective 61 days after June 10, so 
that the transfer will actually be made August 10. In view of 
the fact that he has been a member of the Shipping Board for 
a number of years, Admiral Hutch I. Cone, now chairman of the 
board, may be appointed to supervise shipping matters in the 
Department of Commerce. The President’s executive order 
abolishes the Shipping Board and the Fleet Corporation. The 
President had in mind abolition of the board when he appointed 
the present members, all retired navy officers. The other mem- 
bers of the board, in addition to Admiral Cone, are Capt. Gate- 
wood §S. Lincoln and Capt. David W. Todd. On the effective date 
of the President’s order their positions no longer will exist. 


USE OF AMERICAN SHIPS 

Use of American flag vessels exclusively for the transporta- 
tion of cotton, grain and flour to be purchased by China with a 
loan of $50,000,000 approved by the Reconstruction Finance Cor- 
poration is urged in a letter sent to President Roosevelt, Secre- 
tary of Commerce Roper and the R. F.. C. by the Milwaukee 
Association of Commerce. Such a requirement, the associa- 
tion said, would be in the interest of building up the American 
merchant marine. It was stated at the offices of the R. F. C. 
that the agreement made in connection with the loan provided 
that not less than 50 per cent of the goods purchased with money 
— from the R. F. C. was to be moved in American flag 
vessels. 


HOBOKEN TERMINAL WORK 


The Shipping Board has authorized the Merchant Fleet 
Corporation to accept the bid of the Morris & Cumings Dredging 
Company at 23.9 cents a cubic yard for dredging at the govern- 
ment terminal at Hoboken, N. J., this being the lowest bid re- 
ceived. The work will involve approximately 500,000 cubic yards 
scow measurement. 


SAN DIEGO PORT COMPLAINT 


In Docket No. 106, Harbor Commission of the City of San 
Diego et al. vs. American Mail Line, Ltd., et al., complainants 
attack an arbitrary against San Diego of $2.50 a ton, or 40 cubic 
feet, over and above rates charged from Los Angeles Harbor and 
other ports, and charges for service of loading and unloading 
cars and handling service in connection with deliveries to or 
from trucks, barges or vessels, that are not assessed at Los 
Angeles Harbor and other ports. It is alleged that the port of 
San Diego, its shippers, exporters and importers have been sub- 
jected to rates, charges, rules, regulations and practices which 
have been and are unfair, unjustly discriminatory, unjustly, un- 
duly and unreasonably prejudicial, disadvantageous, and/or un- 
just and unreasonable, in violation of sections 15, 16, 17 and 18 
of the shipping act of 1916. The arbitrary does not apply to 
gypsum rock. 

Complainants ask for a cease and desist order, and rates, 
charges, etc., on cotton and general cargo from and at the port 
of San Diego to ports in Japan, Korea, Formosa, Manchuria, 
China, Hongkong, Indo-China, Siam, Straits Settlements, India, 
the East Indies, the Philippine and Hawaiian Islands and other 
fore‘gn ports, the same as accorded Los Angeles Harbor. 

The charges complained of, it is alleged, are imposed under 
an agreement of the Pacific Westbound Conference. Certain re- 
spondents, it is alleged, have expressed willingness to accord 
San Diego the same rates as are accorded Los Angeles Harbor, 
but the conference agreement forbids them to do so. 

It is alleged that the reason the port of San Diego is sub- 
jected to an arbitrary of $2.50 a ton is that a number of the 
respondent steamship lines desire to limit the number of Pacific 
coast ports which they will serve and are disinterested in pro- 
viding the port of San Diego with service. 

After describing the advantages of the port of San Diego 
and its facilities for handling cargo, complainants aver that 
because of the action of the Pacific Westbound Conference ‘an 
infinitesimal amount of cotton and general cargo moves through 
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and from the port of San Diego” to the foreign destinations 
indicated. 

Prior to the establishment of the arbitrary, it is alleged, 
the Pacific Westbound Conference prohibited member lines call- 
ing at the port of San Diego under any condition “and only after 
the exchange of considerable correspondence between the Pacific 
Westbound Conference, the San Diego Chamber of Commerce 
and the Shipping Board, did said conference admit an error in 
prohibiting said conference members calling at the port of San 
Diego; however, said conference concurrently, with removel of 
said prohibition, established the rule imposing the $2.50 arbi- 
trary against said port of San Diego, which meant and does 
mean the same as prohibiting members of the conference to 
call at the port of San Diego, except for gypsum rock.” 


IMPROVEMENT OF WATERWAYS 


An allotment of $20,000 for dredging in the Delaware River, 
Philadelphia to Trenton, has been approved by the Secretary 
of War. 

Major General Brown, chief of engineers, has reported to 
Secretary of War Dern against a proposal to improve the San 
Joaquin River to Mendota, 174 miles above Stockton, Calif., to 
afford a 6-foot channel, at an estimated cost of $12,000,000 for 
locks and dams. The division engineer was of the opinion the 
value of the improvement to navigation would justify a federal 
expenditure of about $6,000,000. The Board of Engineers for 
Rivers and Harbors was unable to concur in the recommendation 
at this time and the chief of engineers approved the board’s 
action. The board recommended that the existing navigation 
and flood control project for the Sacramento River be modified 
to provide for a channel depth of 6 feet between Chico Landing 
and Sacramento, and additional flood protection, at an esti- 


} mated additional cost of $7,700,000, of which the greater part 


would be for construction of the Kennett reservoir, only 
$330,000 being estimated as necessary for channel improvement. 
The chief of engineers concurred in the board’s recommenda- 
tions. 

A special board of army engineers has submitted a report 
to the Board of Engineers for Rivers and Harbors of the War 
Department on the proposed project for improvement of the 
Calumet-Sag Channel in the Chicago district to provide a more 
direct connection than now is possible for barge traffic between 
the Calumet River and the Illinois waterway. It was stated 
at the offices of the board that the report was confidential and 
that it would not be made public until the board had passed 
on it. A notice issued as to the report having been made, 
however, stated that the special board had been unable to find 
transportation savings which alone would justify the federal 
expense for the immediate consummation of the proposed proj- 
ect and that justification required substantial support from 
local interests. The special board said it recognized that con- 
siderable time was likely to be required for the crystallization 
of such support. It was stated that the board recommended 
“a moderate improvement” of the Calumet-Sag Channel as what 
it conceived to be a first step in the possible consummation of 
the more comprehensive and satisfactory plan. 


NO RIVER CODE 


(By Thos. F. Woodlock, in The Wall Street Journal) 


The so-called Denison act of 1928 was a piece of legislation 
intended to pry the barge lines into the railroad structure and 
spread the effects of artificial waterway transportation prac- 
tically all over the country. It accomplished this by summary 
process. Under the law the Commission was obliged to grant 
any barge line a certificate of “convenience and necessity” on 
its mere ex parte application and no “hearing” was required. 
Further, it seemed to oblige the Commission to establish in sim- 
ilarly summary fashion joint rail-barge rates with the barge 
lines regardless of opposition from the rail carriers, and with- 
out hearing. 

The Commission has already established a great many joint 
rail-barge rates over large zones of territory under generous 
limits as to circuity of routing. Generous as these limits are, 
the barge lines have claimed that their “style is cramped” 
and want still wider territory. 

Some months ago this writer called attention to a decision 
by the Commission in one of these cases involving rates on cot- 
ton from Arkansas and Mississippi to New England points. 
The railroads had put in rates materially lower than prescribed 
as maxima in the cotton adjustment (Docket No. 17000, part 3) 
of 1930, doing so to meet unregulated truck and water com- 
petition. The American Barge Line demanded joint rail-barge 
rates at the lower level minus a differential and got them, a 
“hearing” being denied the rail carriers. In fixing the differ- 
entials below the all-rail rates the Commission admitted that, 
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when it did so, it did so very much in the dark as to their pro- 
priety in the absence of necessary evidence of record. 

The rail carriers took the case to the courts and a three- 
judge court at Wilmington, Del., has enjoined the order of the 
Commission on the ground that to prescribe rates without a 
hearing violated the constitution, and that Congress could dele- 
gate no such power to the Commission. One justice dissented; 
the case will go at once to the Supreme Court. 

What that court will have to say about the case is for that 
court and no one else to determine. But this writer wonders 
whether under the “new deal” we are to have a continuance 
of the policy by which one form of transportaion is to be singled 
out for especial favor and given what are virtually “letters of 
marque” authorizing it to prey upon other forms—this, more- 
over, notwithstanding the plain fact that it is itself an un- 
economical form which could not exist under fair competition. 
It would be bad enough if it were left to private owners to util- 
ize the advantage given to the barge lines as against their com- 
petitiors. But the government is itself engaged—with the peo- 
ple’s money—in the same piratical enterprise, to the detriment 
of its own citizens. 


We have now a national recovery act, one purpose of 
which is’ to bring about “fair competition” between citizens 
engaged in industry and commerce—and we not only permit 
but subsidize competition between government and citizen, the 
unfairness of which smells to Heaven! 

We take rivers and spend hundreds of millions of taxpayers’ 
money to make and maintain channels on which tugs and barges 
may ply free of cost. We allow these barges to charge what they 
please for carrying freight for port-to-port rates and these 
charges are not regulated nor even—apparently—always public! 
We take some more taxpayers’ money and put government tugs 
and barges on the rivers and forego return on their cost. And 
we compel the rail carriers to permit these water lines to 
infiltrate a wide territoyy outside that which is naturally 
tributary to the rivers. Upon what theory of fair dealing 
can such a policy be justified? Yet this writer confidently 
asserts that every “liberal” and every “progressive” in the 
country favors it and will fight for it to the last ditch. 

Is there any other country in the world where the public 
utility company is regarded as a public enemy? Only in the 
light of that as a fundamental concept can the policy of this 
country be fully explained. Coupled with it is the popular 
superstition that water transportation on artificial waterways 
is always cheap transportation. But allowing for both, this 
kind of piracy might at least be left to privateers without 
the government itself flying the “Jolly Roger” at the peak. 


BARGE LINE TERMINAL AT CHICAGO 


Objection is made by representatives of the North Pier Ter- 
minal Company, in Chicago, to the statement in the article re- 
porting the dedication of the lakes-to-gulf waterway (Traffic 
World, June 24, p. 1266) that adequate terminal facilities had 
not been provided at Chicago. A short time before the first 
tow arrived from New Orleans the Inland Waterways Corpora- 
tion contracted with the North Pier Terminal Company for space 
and use of its facilities near the mouth of the Chicago River. 
According to officials of the terminal company the dock, ware- 
house, and switching facilities are entirely adequate for the 
barge traffic. 


GRADE CROSSING ACCIDENTS 


Reports for the first three months in 1933, compared with 
the same period last year, received by the safety section of 
the American Railway Association show reductions, not only 
in the number of accidents at railroad highway grade crossings, 
but also in the number of casualties therefrom. While there 
was a reduction in the number of accidents and persons in- 
jured in grade crossing accidents in March, compared with the 
same month in 1932, an increase was reported in the number 
of casualties. 

Accidents at railroad highway grade crossings totaled 758 
for the first three months in 1933, a reduction of 230 compared 
with the same period in 1932. Fatalities resulting from such 
accidents totaled 327 in the first three months of 1933, a reduc- 
tion of 50 compared with the same period in 1932, while per- 
sons injured in that period in 1933 totaled 839, a reduction of 
277 compared with the year before. 

For the month of March alone, there were 224 accidents at 
railroad highway grade crossings, a reduction of 83 under March, 
1932, while 118 fatalities were reported as caused by those 
accidents, an increase of 14 compared with the number for 
March, 1932. Persons injured in railroad highway grade cross- 
ing accidents in March, 1933, totaled 232, compared with 366 
in the same month the preceding year. 
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NATIONAL TRUCK ORGANIZATION 


NDER the prod of the federal industrial recovery act, rep- 

resentatives of the trucking industry from Montana to 
Florida gathered at the Congress Hotel, Chicago, June 24, for 
a three-day session, to consider steps leading to the prepara- 
tion of a code to be followed by truck operators and the crea- 
tion of a national federation of motor truck associations, or a 
new national truck association. The meeting was called by 
the Truck Association Executives of America, following a meet- 
ing in New York, June 16, of executives of nine eastern state 
truck associations and representatives of the motor truck com- 
mittee of the National Automobile Chamber of Commerce. (See 
Traffic World, June 24, p. 1268.) 

As the culmination of the three days of discussion it was 
decided that the Truck Association Executives and the Amer- 
ican Highway Freight Association should jointly issue a call 
for a meeting, in Chicago, July 11, of representatives of all 
existing truck associations to take action with respect to recog- 
nition of the American Highway Freight Association as na- 
tional representative of the highway transport industry, crea- 
tion of a federation of state organizations, or otherwise to 
provide for a national organization giving the highway trans- 
port industry a head and voice. 

The meeting was attended by a hundred or more representa- 
tives of the trucking industry, numbering among them officials 
of twenty-seven truck organizations. In addition to adopting 
a resolution calling for the July meeting, a committee was 
appointed to draw up a tentative code to apply to for-hire 
operators of trucks to be presented at the national meeting. 
Considerable difference of opinion was voiced by speakers as 
to whether a single code would be applied to all truck operators 
under the industrial recovery act. Some expressed the view 
that codes developed for retail stores, dairy industries, packers, 
etc., would apply to the highway operations of such industries, 
and that the trucking industry code, as such, would apply only 
to the for-hire operator. Opposed to that was the view that a 
single truck operator’s code would be set up for all branches 
of the trucking industry—covering the private hauler and com- 
mon and contract carriers. The code to be presented to the 
July meeting will cover hours of service of employes, wages, 
and all such matters. It is intended only as “something to 
shoot at,” but a working committee to draw up the final code 
is expected to result from that meeting. 

J. L. Keeshin, Chicago, president of the American High- 
way Freight Association; Theodore Pratt, manager of the New 
York State Motor Truck Association, and Frank B. Coughlin, 
president of the Missouri Truck and Terminal Association, were 
named as the committee to draw up the tentative code. 

The resolution adopted at the close of the meeting with 
respect to the July meeting is as follows: 


Your committee recommends that this conference issue a call to 
all truck associations to meet in conference immediately, delegates 
to which conference shall consist of two delegates from each exist- 
ing association, one of whom is to be engaged in the business of 
truck operation for hire, the other to be anyone the association de- 
sires: associations not having any hauling for hire members to be 
entitled to one delegate only; that only those delegates in the haul- 
ing for hire business be entitled to vote upon a code under the 
national recovery act. And that your conference and the American 
Highway Freight Association both issue this call for a meeting in co- 
operation, and that at the meeting the hauling for hire delegates 
shall decide whether to recognize the American Highway Freight 
Association, each association to be empowered to send delegates in 
person or by proxy. 


Representation of the for-hire operator at the forthcoming 
meeting was the subject of a warm fight before the resolution 
was finally adopted. Early in the session, Mr. Keeshin had 
charged that, through the Truck Association Executives of 
America, truck manufacturers were trying to “kill’ the Amer- 
ican Highway Freight Association, of which he was the head. 
He outlined the accomplishments of his association and said 
it was prepared to cooperate to the fullest extent in bringing 
about a functioning national organization, under whatever name, 
but insisted that the interests of the for-hire operators must 
be protected to the extent that they might be found to be in 
conflict with those of other branches of the trucking industry. 
Originally created as an association of interstate motor trans- 
port operators, only, he explained that, at a meeting of the 
board in Washington the preceding week, changes had been 
made in the by-laws of the organization to oren the member- 
ship to all motor transport operators. 
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Need of a strong national association to fight the truc 
battles was emphasized by numerous speakers. As one e 
pressed it: 


We have needed a strong national association for years. Per 


haps we wouldn’t be paying so many taxes and perhaps the rail 


roads wouldn’t be writing our rules and regulations if we had haj 
one. It seems you have to kick the truck operator into any as 
sociation that is intended to protect his interests. He won’t act unt 
he is hurt. It should be apparent that now we have got to organiz 
to meet the requirements of the industrial control act. That may bh 
good for all of us. Certainly, measures of vital concern to the in: 
dustry are going to come out of that. 


The meeting was presided over by Henry C. Kelting, presi 
dent of the Truck Executives’ Association. It was regarde( 
by those who participated as the most important meeting eve 
held by truck operators and their representatives. 
was generally participated in and, in the opinion of those pres 
ent, the highway transport operator is at last getting a holi 
on his place in the commercial and transportation life of the 
country. 


EXPRESS MOTOR OPERATIONS 


In reply to the defendant’s motion to dismiss the complaint 
in No. 25812, American Highway Freight Association, Inc., vs. 
Railway Express Agency, Inc., Charles E. Cotterill, counsel for 
complainant, asserts that the error of defendant’s position that 
the complaint does not present on its face a cause of action 
within the powers of the Commission to reach and remedy, 
“lies in the assumption that things forbidden by the interstate 
commerce act may be done if the manner of their doing in- 
volves activities which are not directly subject to such act.” 

The complaint attacks practices of the Railway Express 
Agency. Inc., which brought into existence the Railway Express 
Motor Transport, Inc., alleging that the practices and operations 
of the defendant, effectuated through what is alleged to be a 
“dummy” corporation, are both in intent and result a prohibited 
device under sections 2 and 6 of the interstate commerce act 
and section 1 of the Elkins act to produce departures and Ccon- 
cessions and rebates from published and filed tariffs. 

The defendant raised the point of separate corporate iden- 
tity, contending that it and the motor agency were different con- 
cerns, one engaged in transportation of express traffic over rail- 
roads and the other in transportation of express traffic by motor 
truck over highways. Complainant’s counsel, however, said 
that as to that point the very terms of the complaint “and ad- 
mitted by the motion as if proven,” came squarely within the 
fixed rule of law “that dummy corporate subsidiaries may not be 
employed as devices to accomplish what otherwise would be 
unlawful.” 

“The view of the defendant seems to suppose,” said com- 
plainant’s counsel, “that because certain other operations by it, 
consisting of motor truck haulage, are not directly subject to 
the jurisdiction of this Commission, that ends the case. But 
the law is just the other way in view of the admitted allega- 
tions of the complaint.” 

Counsel cited the decision of the Commission in Pickwick- 
xyreyhound Lines et al. vs. Union Pacific, 167 I. C. C. 515, in 


support of his contentions, and quoted therefrom as follows: § 


The fact, if it be a fact, that the Union Pacific is using a com- 
mon carrier which is not subject to the interstate commerce act, 
i. e., the Interstate Transit Lines, in doing things prohibited by that 
act, is not necessarily a matter of importance. 


“Such holding of the Commission,” said counsel for com- 
plainant, “was in direct response to the contention made in 
such other case that the haulage of freight by railroad directly 
or through subsidiaries over the highways is not in itself 
subject to the interstate commerce act. But Chairman Farrell, 
in writing the opinion for the Commission, appropriately drew 
the distinction as to this point upon which complainant in 
this present proceeding relies. ; 

“The essential point in such Pickwick-Greyhound Lines’ 
case was that, through a subsidiary trucking concern, the Union 
Pacific engaged in the device of charging for transportation by 
it as a railroad at less than its published and filed rates, that 
the difference between such published and filed rates and those 
charged for such trucking constituted discrimination and viola- 
tions of section 2, and that unequal treatment as between the 
various railroad patrons constituted undue prejudice and viola- 
tion of section 3. 
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July 1, 1933 


“It was there urged, as it is here, that independent freight 
trucking is not subject to the interstate commerce act; but 
there, as here, the point of the decision was that railroads 
may not employ such trucking with the intent and result of 
effectuating violations of sections 2, 3 and 6 of the act.” 

Mr. Cotterill said no one was disposed to take the posi- 
tion that railroads and other common carriers subject to the 
act were to be denied, under existing law, the privilege of 
utilizing motor trucks to the extent they lawfully might. 

“In the brief interim remaining until Congress shall have 
adopted suitable and effective regulation of all motor truck 
operations, including those of railroads and express companies, 
it is not to be complained that the older agencies of transpor- 
tation should turn to the new, to some extent at least, as a 
way out of their various difficulties,” said he. 

“But the question here is not one of policy; it is one of law. 
In whatever forms railroads and express companies do or may 
seek to engage in motor truck operations as a matter of at- 
tempted defense to their older methods of business, they are 
compelled to bow to the existing statutes of Congress in so far 
as they apply.” 


IMPROVEMENT OF HIGHWAYS 


Allotments totaling $400,000,000 for highways have been 
made by the public works administration in accordance with the 
public works part of the national industrial recovery act. 

Distribution of money for highway purposes is made in 
accordance with a formula in which populations as well as local 
contributions are given weight. 

Sums allotted to the states for highway purposes in excess 
of $10,000,000 are: California, $15,607,354; Georgia, $10,091,185; 


Illinois, $17,570,770; Indiana, $10,037,843; Iowa, $10,055,660; 
Kansas, $10,089,604; Michigan, $12,736,227; Minnesota, $10,- 
656,569; Missouri, $12,180,306; New York, $22,330,010; Ohio, 


$15,484,592; Pennsylvania, $18,891,004; and Texas, $24,244,024. 

The right to require the construction of highways “desired 
by the U. S. Railroad Coordinator to provide adequate year- 
round highway service in replacement of branch-line railroad 
service proposed to be abandoned” is reserved by the Secre- 
tary of Agriculture and the special board for public works in 
rules and regulations for carrying out the provisions of the 
national industrial recovery act relating to improvement of 
highways and related projects. 

In the selection of projects it is provided that, among 
other things, priority shall be given to the closing of gaps in 
the federal aid highway system; to the correlating and supple- 
menting of existing transportation facilities by highway, rail, 
air and water, and providing of service to freight receiving 
stations, airports and emergency landing fields; to elimination 
of hazards to highway traffic, such as the separation of grades 
at crossings, the reconstruction of existing railroad grade cross- 
ing structures, the relocation of highways to eliminate railroad 
crossings, the widening of narrow bridges and roadways, the 
replacement of unsafe bridges, the construction of routes to 
avoid congested areas, and the construction of facilities to 
improve accessibility and the free flow of traffic. 

It was understood that no definite arrangement had been 
made for the carrying out of the idea that highways might be 
built to provide motor service where a railroad had been aban- 
doned. 


When Commissioner Eastman, now the federal coordinator 
of transportation, was testifying before the Senate interstate 
commerce committee May 9 on the Roosevelt coordinator bill, 
he was asked as to whethér the coordinator would have authority 
to order the abandonment of branch lines and substitution of 
busses in place thereof. The commissioner was inclined to think 
that the coordinator would have that power. 


Mr. Eastman said, however, with respect to abandonment 
of lines, that there was ample procedure provided in the inter- 
state commerce act with reference thereto. All the carriers 
had to do, he pointed out, was to petition the Commission for 
permission to abandon, that the Commission held hearings and 
granted the petition if it thought it ought to be granted. 

“For my own part,” said he, “I see no reason why he (the 
coordinator) should order abandonment, because I can see noth- 
ing to embarrass or prevent the railroads from going ahead 
with that matter under existing procedure.” 

If the coordinator should issue an order of abandonment, he 
pointed out further, there would be the right of appeal to the 
Commission, and there was so much interest to the public in 
abandonment of a line that there certainly would be an appeal 
in most cases from any order of the coordinator, and the 
Commission would be very likely to grant hearings. That be- 


ing so, he added, there would be no time saved in comparison 
with present procedure. ° 

Since this testimony was given, of course, Congress revised 
the coordinator bill to protect railroad labor from dismissals 
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below the May level of employment resulting from action taken 


by the regional railroad committees and the coordinator. There- 
fore, abandonment of lines is quite likely not to be ordered 
by the coordinator but by the Commission under the regular 
procedure provided by the interstate commerce act because if 
the coordinator acted the prohibition against reduction in the 
number of employes would come into play and employes with 
no work as the result of abandonment would have to be kept 
on the payroll if the labor provisions of the coordinator act 
had that effect. A railroad may apply to the Commission for 
authority to abandon a line, obtain that authority, reduce its 
number of employes by reason thereof, and not come within 
the prohibition in the coordinator act. 

The process of abandonment of branch lines has been going 
on rather rapidly under the regular procedure provided by the 
interstate commerce act. In many cases these lines served a 
territory also served by motor transportation, the development 
of the latter having usually been one of the causes for the 
desire of the railroad to quit. 

Pouring $400,000,000 more into the highway system of the 
country, it is believed, will hasten the abandonment of other 
rail lines. 


MOTOR VEHICLE REGULATIONS 

Representatives of twelve states and the District of Columbia 
will meet at Harrisburg, Pa., in October, on a day to be fixed, to 
consider the practicability of reciprocal and uniform legislation 
and regulation of size, weight, height and length of motor 
vehicles transporting passengers and freight, according to the 
National Highway Users’ Conference. The conference will be 
conducted by the American Legislators’ Association, which has 
called it in response to a request by the Pennsylvania legislature. 
The participating representatives will be from the states of 
Maine, New Hampshire, Massachusetts, Vermont, Rhode Island, 
Connecticut, New York, New Jersey, Pennsylvania, Maryland, 
Deleaware, Ohio, Indiana, Illinois, West Virginia, Virginia and 
the District of Columbia. 

If an agreement can be reached, recommendations will be 
made to the legislatures of the states represented for the adop- 
tion of such legislation. 

The committee of the American Legislators’ Association, 
which is an organization made up of members of various state 
legislatures and other students of legislative problems, is prepar- 
ing the agenda for the conference. This committee is also con- 
sidering the advisability of broadening the conference to include 
a discussion of the desirability of considering fees and other 
questions relating to reciprocity. 


BUSSES AND RECOVERY ACT 


Members of the National Association of Motor Bus Op- 
erators have been advised by John M. Meighan, secretary-man- 
ager, that the bus industry is subject to the national industrial 
recovery act providing, among other things, for codes of fair 
competition. 

Three major items to be covered in a fair practice code, 
it is pointed out, are, first, minimum wages to be paid to un- 
skilled labor either in hourly or weekly amounts; second, the 
maximum hours of employes’ service a week or the average to 
be expected in a year’s period; third, provision, for operation 
by industry under a code of prices which will eliminate unfair 
tactics by a minority and at the same time insure the public 
against monopolistic control. 

In the case of the bus industry, said Mr. Meighan, a state- 
ment could be made as to labor provisions “and in the matter 
of fair practice the code could commit members of the associa- 
tion to an agreement on tariffs which, if such members proved 
their claim to represeniing the majority of the industry, would 
be prescribed for all bus operators whether members of the 
association or not.” 

In order to be prepared to act the association has sent out 
a questionnaire calling for information as to wages, hours of 
service, number of busses operated, route miles covered, pas- 
sengers carried and gross earnings in 1932. This is a pre- 
liminary step, no decision having been made as to what course 
is to be followed as to the preparation of a code at this time, 
according to Mr. Meighan. 


REDUCED TEXAS CLASS RATES 


Reductions approximating 40 per cent in class rates on the 
International-Great Northern Railroad between San Antonio and 
Laredo, Texas, have been authorized by the State Railroad Com- 
mission, the cuts to become effective July 1 and to continue for 
six months. The plea for reduced rates was made in order to 
meet truck competition, the railroad company said. The I.-G. N. 
and the Missouri Pacific Transport Company estimated that the 
total tonnage handled by them for any year was only 4% per 
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cent of the total tonnage transported locally along the line 
involved. 

The railroad was supported in its petition by a representa- 
tive of the San Antonio Chamber of Commerce and the San 
Antonio Freight Bureau, who testified that these organizations 
considered the present rates too high, that the excessive rates 
had been causing shippers to operate private trucks, though they 
had no desire to compete with the railroads or the common 
carrier trucks, and that, in his opinion, if the proposed rates 
were put into effect the San Antonio shippers would discontinue 
their private truck operations. 

The following rates are approved in the Commission’s order: 


Forty miles and less, 36 cents, first class; 31 cents, second class; 
25 cents, third class; 20 cents, fourth class. 

Sixty-five miles and over 40 miles, 41 cents, first class; 35 cents, 
second class; 29 cents, third class; 23 cents, fourth class. 

Eighty-five miles and over 65 miles, 46 cents, first class; 49 cents, 
second class; 32 cents, third class; 25 cents, fourth class. 

One hundred and ten miles and over 85 miles, 51 cents, first class; 
43 cents, second class; 36 cents, third class; 28 cents, fourth class. 

One hundred and thirty miles and over 110 miles, 56 cents, first 

fourth 

class. 


One hundred and sixty miles and over 130 miles, 61 cents, first 
class; 52 cents, second class; 43 cents, third class; 34 cents, fourth 
class, 


class; 48 cents, second class; 39 cents, third class; 31 cents, 


INCREASED AIR SERVICE 


United Air Lines has increased its service on the New 
York-Cleveland-Chicago route to provide eleven schedules in 
each direction every day, with departures in the morning, after- 
noon, evening, and at night, starting at 7:30 in the morning and 
continuing on until 2:00 in the morning. All but one of the 
eleven schedules are flown with new type twin-engined trans- 
ports, which have a high speed of three miles a minute. 

The time from Chicago to New York is 4% hours, eastbound, 
and 5% hours, westbound. The new service gives the company 
220 seats a day between the two cities, and this will be sup- 
plemented during the peak summer months with additional 
schedules flown with tri-motored Fords. The company now has 
in service forty of the new transports and is taking delivery of 
twenty more at the rate of one every two days. 

The company has also added a fourth coast-to-coast flight to 
take care of increased business. The eastbound time on the coast- 
to-coast flights is twenty hours, and westbound 21% hours. All 
the passenger planes carry express. The company has so in- 
creased its flying that its scheduled operations are now at the 
rate of 19,000,000 miles a year. 


AIR MAIL SERVICE 


Air mail operators holding contracts with the government 
for the transportation of air mail have been advised by the 
Postoffice Department that, effective July 1, their compensation 
will be reduced 25 per cent. Congress cut the appropriation for 
the air mail service from $19,000,000 to $15,000,000 for the fiscal 
year beginning July 1. The operators have been asked to sub- 
mit suggestions not later than July 9 as to curtailment of service. 
Their respresentatives will meet at the Postoffice Department 
shortly after July 9 to discuss means of increasing the use of 
the air mail service. 


RAIL INCOME STATISTICS 


In the four months ended with April, Class I steam rail- 
roads, excluding Class I switching and terminal companies, had 
a deficit in net income of $119,755,314 as compared with a deficit 
of $74,768,318 in the corresponding period of 1932, that latter 
figure having included returns from switching and terminal com- 
panies, according to the monthly statement on selected income 
and balance sheet items prepared by the Bureau of Statistics of 
the Commission, In April the roads had a deficit in net income 
of $24,838,801 as compared with $20,107,743 in April, 1932. 


The “net income” figure is obtained after making deductions 
for rent for leased roads, interest and “other deductions” from 
total income, which is made up of net railway operating income 
and other income. Net railway operating income of the roads 
in the first four months this year amounted to $52,738,561 and 
total income, $108,221,115, as against $85,646,636 and $150,956,010, 
respectively, in the 1932 period. For April the net railway op- 
erating income was $19,019,628, and total income, $32,428,230, as 
against $20,273,024 and $36,753,329, respectively, in April, 1932. 

Dividend declarations from income and surplus in the four 
months ended with April were reported as follows: On common 
stock, $11,704,754, and on preferred stock, $3,570,007, as against 
$18,573,660 on common and $5,563,134 on preferred stock in the 
corresponding period of 1932. 


Funded debt maturing in six months was reported as $157,- 
148,802, as against $103,974,666 at the end of April, 1932. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
] nature that confront persons dealing with traffic. A specialist on inter 
state commerce law, who is a member of our legal department, will giv 
his opinion in answer to any simple question relating to the law of interstat 
transportation of freight. A traffic man of long experience and wide knowl. 
edge will answer questions relating to practical traffic problems. We do no 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves , 
situation too complex for the kind of investigation herein contemplated. If, 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge 
No attention will be paid to anonymous communications or question 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 











Reparation—Reestablishment of Former Rate 


Arkansas.—Question: For the past several years there has 
been in effect between certain Kansas points and the Kansas 
City market, on cattle for market, a rate of 25 cents per 100 
pounds, the rate applying via the Frisco Lines. On January 
25, 1932, a new tariff was issued canceling the previous tariff 
and quoting a rate of 29 cents per 100 pounds between the same 
points. This rate of 29 cents per 100 pounds remained in effect 
until March 12, 1932, when a supplement to the new tariff was 
placed in effect, which supplement canceled the rate of 29 cents 
per 100 pounds and placed the rate of 25 cents per 100 pounds 
in effect again, this rate being in effect at this writing. 

I do not know whether there was some objection raised 
to the increase or just why the rate was decreased after six 
weeks’ time. However, on January 31, 1932, there was a 
movement of cattle between these two points, on which a rate 
of 29 cents per 100 pounds was assessed and collected. 

In view of the fact that the rate was subsequently reduced 
to its former level is it not a fact that reparation is due the 
shipper on this movement? 

Answer: In Florida Dairies vs. D. L. & W. R. R. Co., 157 
I. C. C. 271, the Commission stated that it had frequently found 
that the voluntary reduction of a rate is not, of itself, a suf- 
ficient basis for an award of reparation on shipments moving 
prior to the reduction. 

In G. Liebold Co. vs. D. L. & W. R. Co., 17 I. C. C. 503, the 
Commission held that the facts adduced by the defendants war- 
ranted the denial of reparation. 

However, in Millar vs. N. Y. C. & H. R. R. R. Co., 19 I. C. C. 
78, the Commission held that the fact that: the lower rate had 
been maintained for several years is in the nature of an ad- 
mission that it was a fair one under the circumstances and 
warranted reparation, where the former rate had been reestab- 
lished. 

In Van Brunt Mfg. Co. vs. C. M. & St. P. Ry. Co., 17 I. C. C. 
195, the Commission awarded reparation under similar circum- 
stances where the carrier failed to suggest any circumstance or 
condition which would tend to justify the increased rate for a 
limited period. 

There are other cases in which a carrier has admitted the 
unreasonableness of the increased rate. See Thomas vs. C. M. 
& St. P. Ry. Co., 16 1. C. C. 364. 

The better procedure would be to support your claim for 
reparation with rate comparisons to show the unreasonableness 
of the higher rate in effect at the time the shipments moved. 


Freight Charges—Storage—Liability of Consignor 


New Jersey.—Question: A shipper makes a return shipment 
to a consignee containing goods which have been held by it 
(the shipper) on consignment. In accordance with the terms 
of its consignment agreement with the original shipper, now 
the consignee, such return is made with freight fully prepaid. 

The consignee, who is also the assignor, refuses to accept 
the shipment and it is eventually sold at auction by the carrier. 
The proceeds of the sale do not cover the total storage and 
handling costs and the carrier presents a due bill to the con- 
signor demanding payment of the difference, stating that the 
contract was made with the consignor and that as such we are 
liable for all charges. 

We, as the consignor, base our claim on the fact that we 
only acted as the agent of the assignor, in making the return 
shipment, and that it became their property on arrival at the 
point of destination, and all charges which accrued since the 
date of the arrival notice are not our responsibility. 

A court case as to whom the owners of the merchandise is, 
between us and the assignor, was settled in our favor, yet the 
carriers still insist ‘that it is with us they made the contract 
and we must pay the charges. 

A reading of section 7 of the Bill of Lading Conditions leads 
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s to believe that in accordance with the court decision we 
re absolved; first, under the clause marked (a), because the 
onsignee did have the title in the property, and, second, under 
lause (b), because the consignee did not so notify the carrier. 

Also, we note that section 4, paragraph E, of the bill of 
nding does not provide for collection of such differences, nor 
an we find any other clause in the bill of lading that so does. 

We shall be glad to have you cite any cases which may 

be helpful to us. 
Answer: While the consignee, by the acceptance of the 
roods, becomes liable for the payment of the freight charges 
hereon, the liability of the consignee does not depend in such 
case on the assumption that the original shipper would not 
be liable, but on a new contract to pay the freight, evidenced 
m ordinary cases by the bill of lading and the reception of 
roods under it. There is no shifting of liability. The contract 
of the consignor and that of the consignee are not considered 
o be inconsistent with each other; each is an original con- 
ract based on a sufficient consideration. 

The carrier has a right to look for his compensation to the 
| person who required him to perform the service by causing 
1880Ghe goods to be delivered to him for transportation, and that 
348@herson is generally, of course, the shipper named in the bill 
100Mf lading, or the consignor. The receipt of the goods by the 
uy @Ponsignee likewise obligates the consignee to pay the freight 
riff MP harges. 
me The above statements are, without any doubt, applicable 
Ct io the freight charges on a shipment, and, in our opinion, the 
‘@88@ame principles govern in the case of demurrage or storage 
its@iPharges. See P. R. Co. vs. Kemmers, 73 Pa. Super. Ct. 588; 
ds MRewley-Darst Coal Co. vs. W. & A. R. Co., 87 S. E. 702 (Ga.); 

pnd B. & O. R. R. Co. vs. Luella Coal & Coke Co., 81 S. E. 1044 
ed GW. Va.), in which the consignor was held liable for demurrage 
1X @irharges where the consignee refused the goods. See, also, B. 
40% O. vs. B. Foster Co., 81 Pa. Super Ct. 304, and G. N. Ry. Co. 
ite vs. Hocking Valley Fire Clay Co., 166 N. W. 41. 

While there is-no doubt as to the liability of the consignee 
ed pf the return movement for charges accruing on the shipment, 
he where a shipment is accepted by him, the mere designation of 
n party in the bill of lading as the consignee does not obligate 
hat party to pay the freight charges thereon. That is, as 
between the carrier and the consignee there is no contractual 
elation created by the designation of a party as a consignee in 
'8 the bill of lading which obligates that party to pay freight 
harges, unless the goods are accepted by him. 

There is nothing, as we see it, in Section 7 of the Bill of 
. uading Contract Terms and Conditions which conflicts with the 
preceding statement. 

Of course, the consignor may, under a contract of sale, have 
a legal claim against the consignee for charges which he is 
ompelled, as the consignor, to pay the carrier by reason of 
he refusal of the goods by the consignee; that is, if under 
he provisions of the contract of sale the consignee is not 
justified in refusing to accept the return of the goods. 
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Tariff Interpretation—Application of Export Rate 


= 


Kentucky.—Question: A car of corrugated iron was shipped 
o Hampton Roads (Sewell’s Point), Va., consigned to Officer in 
sharge, Naval Supply Depot, Naval Operation Base. The ma- 
terial was for export, as indicated in the body of the bill of 
lading, and the further fact that a note therein reads: “For 
. rans-shipment to Supply Officer, Naval Station, Cavite, P. I.” 
3 @_0n traffic exported through Norfolk and points taking the same 
| bas‘s, the rate of 261%4c is applicable, whereas on domestic 
raffic a rate of 40 cents prevails. 
At the time of the forwarding of the shipment there was 
t Bevery evidence of a bona fide export shipment, arrangements 
evidently having been made to forward the shipment direct 
4 


— 


= © 


rom Sewell’s Point via the steamer “Chaumont,” but owing to 
he reason that more tonnage had accumulated than the steamer 
yas able to carry, the material was forwarded via “USS Sirius,” 
consigned to Supply Office, Naval Station, Cavite, P. I., via Mare 
Island, California, having been transferred at the latter point 
to a commercial vessel, “Stanley Dollar” by name. 

Agent Jones’ Tariff 349-D, I. C. C. 2276, Item 2300, states that 
export rates will not apply to shipments exported to foreign 
Possessions of the United States through U. S. Navy Yard, 
thence by U. S. government transport; consequently the car- 
Tiers insist on applying the domestic rate of 40 cents. 

It is our opinion that had the material been conveyed the 
entire journey by government transport—Hampton Roads to 
Cavite—the 40-cent rate would be applicable, but that it is im- 
Material that a government transport did not convey the ship- 
ment to the final destination. We sold the material in good 
faith on the basis of the export rate and by the same token 
the purchase was made by the government. The unforeseen 
and unfortunate situation arose and was one over which neither 
the shipper nor purchaser had any control, and we do not 





The Traffic World 


PAGE 27 





believe that the rail carriers are placing a proper interpre- 
tation on the tariff. 

While on this subject, we wish to call attention to the 
fact that we consdier that section 7 of the bill of lading, pro- 
providing that there shall be no recourse on the consignor if a 
shipment is delivered to the consignee without payment of 
transportation charges, which in this instance would represent 
the difference between our prepayment on the baiss of 26% 
cents and the 40 cent rates as contended by carriers to be 
properly applicable, as obligating the carrier to collect this 
amount from the consignee. 

Answer: In our opinion the 26% cent rate is not applicable 
to the shipment in question, for the reason that this rate is lim- 
ited to shipments which move beyond the port in commercial 
vessels. The condition attached to the application of the rate 
of 26% cents not having been met, inasmuch as the shipment 
moved via a government transport from the port, although not 
through to final destination, the domestic rate of 40 cents is, 
in our opinion, the applicable rate. See American Smelting & 
Refining Co. vs. Director-General, 62 I. C. C. 583, and Dodge 
Brothers vs. Director-General, 62 I. C. C. 689; also Memphis 
Freight Bureau vs. St. L. S. W. Ry. Co., 115 I. C. C. 409. 

Section 7 of the bills of lading act relieves a consignor of 
liability for charges either in full or in part, where the stipula- 
tion on the fact of the bill of lading is signed by the shipper. 
In our opinion, however, it does not apply to prepaid shipments, 
for the reason that its context indicates that it relates to collect 
shipments and not to prepaid shipments. 

While the consignee may, by reason of his acceptance of 
the goods, be held liable, independently of the liability of the 
consignor, for an undercharge, it does not seem to us that 
where the consignor had undertaken to pay the freight chargés, 
either voluntarily or upon demand by the carrier, section 7 
has the effect of releasing the consignor from liability for an 
undercharge. 

The pertinent portion of section 7 of the bill of lading reads 
as follows: 


The consignor shall be liable for the freight and all other law- 
ful charges, except that if the consignor stipulates, by signature, 
in the space provided for that purpose on the face of this bill of 
lading that the carrier shall not make delivery without requiring 
payment of such charges, and the carrier, contrary to such stipula- 
tion, shall make delivery without requiring such payment, the con- 
signor shall not be liable for such charges. 


As you will observe from the portion of section 7 of the bill 
of lading quoted above, the last phrase of the quotation reading, 
“the consignor shall be liable for such charges,” related to a 
delivery of a shipment by the carrier contrary to the shipper’s 
stipulation that delivery is not to be made without requiring 
payment of charges. If the freight charges have been prepaid 
in full, the signing of this stipulation would be of no force 
and effect. To hold that the stipulation relates to an under- 
charge where the freight charges have been prepaid, as well as 
to shipments delivered collect, seems to us to be a strained 
construction thereof. 


Tariff Interpretation—Rule 77 Versus Specific Rate 


Alabama.—Question: We would like to have your opinion 
concerning the operation of Rule 27, which canceled Rule 77 
of Tariff Circular 20, and replaced it in the various tariffs Oc- 
tober 10, 1930. 

For instance, there is a specific rate in a given tariff of 
say, $1.00 per 100 pounds, and in the same tariff there is a 
lower rate from a point more distant than the origin to a point 
more distant than the destination from and to which the rate 
of $1.00 per 100 pounds applies, the lower rate being subject to 
Rule 77. During the period that Rule 77 was in the tariffs 
provision was carried therein to the effect that in such instances 
the carrier would handle for publication of the lower rate and 
afford reparation. We note that this provision does not appear 
in Rule 27, but the origin and destination intermediate items do. 

Is it not a fact that, since a rate from a more distant point 
to a more distant point, subject to Rule 77, applies from inter- 
mediate points to intermediate points, this constitutes another 
rate in the same tariff from the intermediate point to the inter- 
mediate point and should apply if lower, and is there not a 
decision stating that where two rates appear in the same tariff, 
the lower rate must be applied? 

In other words, where once reparation could be secured, 
is it not proper that such instances as above be considered 
as straight overcharges? 

Answer: Even if it be assumed that under the application 
of Rule 77 there is a published rate between given points, the 
Commission’s holding in Standard Oil Co. vs. A. T. & S. F., 
139 I. C. C. 29, would preclude the application of the rate in 
the instant case, the Commission having held in that case that 
a specific rate always takes preference over a rate made by the 
use of an intermediate rule, regardless of whether they are con- 
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tained in the same tariff or in different tariffs, and of whether 
the specific rate is published to become effective before or after 
the effective date o fthe rate under the intermediat rule, unlss 
there are published tariff provisions necessary to make clear, 
and give effcet to, the purpose to have rates resulting from the 
intermediate rule apply to the exclusion of specific rates in cer- 
tain instances. 

However, it is not necessary to apply this ruling in the case 
of Rule 77, for the reason that until a rate has been published 
under Rule 77 there is only one rate, namely, the specific rate. 
See Burlington Shippers’ Association vs. C. B. & Q. R. Co., 
126 I. C. C. 179. 

That no overcharge exists is apparent from the Commis- 
sion’s decision in Federated Metals Corporation vs. N. Y. C. 
R. Co., 189 I. C. C. 751, in which case the Commission said: 


The shipment from Rome to New York moved over the New 
York Central. It weighed 41,294 pounds, and charges of $111.49 were 
collected at the fifth-class rate of 27 cents, applicable on scrap brass. 
This shipment was delivered to consignee at New York on or before 
September 20, 1924, more than two years prior to the filing of this 
complaint, and the latter is barred in so far as it seeks reparation on 
the ground of unreasonableness. Complainant contends that, as 
the rate on scrap brass from Buffalo, N. Y., to New York, was 23 
cents, subject to rule 77 of Tariff Circular 18-A, and as Rome is 
intermediate between Buffalo and New York, the shipment was 
overcharged in the amount of the difference between the rate 
charged and the rate of 23 cents applicable from Buffalo. There is 
no merit in this contention. In instances where reparation is awarded 
because of rule 77, it is on the ground of unreasonableness and 
not because of any overcharge, 


Signature—What Constitutes 


Ilinois.—Question: Will you kindly inform us as to the 
proper procedure for executing the “no recourse” provision of 
the bill of lading? 

We have observed in the past that some firms imprint their 
name in the space allotted, while others have the executor’s 
name or initials placed therein, as the case may be. 

Our interpretation of this provision is that the name of the 
firm and the executor must be written in long hand—not type- 
written. 

Your opinion will be greatly appreciated. 

Answer: Signatures adopted by persons are sufficient to 
give validity to instruments even though they are illegible or 
defective; or contain only the Christian name of the person 
signing; or made with a lead pencil; or typewritten (Bridges vs. 
Center First National Bank (Tex.), 105 S. W. 1018; Deggenger 
vs. Martin (Wash.), 92 Pac. 674), or stamped (Bank vs. Poarch, 
117 S. E. 114; Dilworth Co. vs. Canning Co., 26 Pa. Dist. 1018); 
or printed (Hamilton vs. States (Ind.), 2. N. E. 299); or even 
cut from another instrument and attached to another. 

See also Bank vs. Shearer (Pa.), 74 Atl. 351, in which it 
was held that where the name of a party is stamped on the 
instrument with a rubber stamp and authentcated by initial 
letter of the party’s name, this is a sufficient signature. See 
also, in re Lumber Company, 225 Fed. 444, and Bank of Ring- 
gold vs. Poarch (Ga.), 117 S. E. 114, in which the court said: 


Words traced with a pen, or stamped, printed or made legible 
by any other device whereby such act is for the purpose of putting 
down a man’s name at the end of an instrument to attest its validity, 
and is adopted by the party whose name is so signed, is a sufficient 
signature and signing of the instrument to which it is signed. See 
Bouvier’s Law Dictionary, titles ‘Signatures and Writings’; Bridges 
vs, Center First National Bank (Tex.), 105 S. W. 1018. 


A printed signature, or one lithographed on an instrument by 
the party as signed by him, is sufficient. Hewel vs. Hogin (Calif.), 
84 Pac. 1002; Cummings vs. Laudes (Iowa), 117 N. W. 22, 3 Bouv. 
Law Dict. 1071. 


It is the adoption of a given method of signing by the per- 
son attaching his signature to an instrument which gives legality 
thereto and not the particular method or means used. 


Damages—Delay—Measure of—Increase in Market Price 


Wisconsin.—Question: A car containing hogs and sheep 
was forwarded from the west and due in the eastern market six 
days after shipment, but did not arrive until the 9th day, dur- 
ing which period the market value on hogs declined and the 
value of sheep increased. 

Claimant filed claim against the carriers account of de- 
pressed value of the hogs, but they now decline to honor bill, 
contending that, inasmuch as the value of the sheep increased, 
they cannot consistently pay receiver’s bill account of decline 
in value of hogs. 

Please give us your expression concerning the correctness 
of their method of adjusting this transaction; also cite authority, 
if possible. 

Answer: For unreasonable delay in the transportation of 
goods, as distinguished from injury suffered by the goods in 
consequence of the delayed delivery, the shipper is entitled to 
recover the difference between the market value of the goods 
at the time and place at which delivery should have been made 
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and the market value at the time when delivery was actually 
made. 

However, in the event that the market price at destinatioy 
is higher on the day on which the shipment arrived than it wa 
on the day it should have arrived, it seems evident that fo 
delay to the goods there can be no recovery, as the shipper hag 
not been damaged. See Stevens vs. St. L. S. W. R. Co., 17 





S. W. 810. = 7 
The fact that the market value of the sheep increased dog mand? 


not, in our opinion, affect the liability of the carrier for the 
amount of the decline in the market values of the hogs betwee, 
the date of arrival and the date the goods should have arrived 
We can locate no cases on that point, however. 
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Doings of the Traffic Clubs 


1@+9 Bor Oor@e 











Emma A. Kentz, a member of the Women’s Traffic Club of 
Los Angeles and a member of the board of directors of the 
Associated Traffic Clubs of America, addressed the members 
of the Rail and Water Club of Los Angeles the evening of June 
19, explaining the workings of the national association and point. 
ing out the value of the club’s newly acquired membership in it, 
The club’s attitude, she said, ought not to be so much what it 
could get out of the association as what it could put into it. 
At the weekly meeting of the club June 26 Calvin D. Smalley, 
American Airways, spoke on “The Development of American 
Air Transportation.” Moving pictures of the National Air Races 
held in Cleveland last year were displayed by James Gutch. 





The Transportation Club of Decatur will hold its annual mid- 
summer outing at the South Side Country Club August 2 and 3. 





Golf will be played on both days with the club cup at stake in 2 ging 
tournament. Entertainment will be provided for the ladies and was 
there will be a dinner and dance the evening of August 3.9% pen) 
Inte! 
An all-day golf outing was held by the Junior Traffic Club® took 
of Chicago at the Calumet Country Club June 29. Luncheon & pagj 
and dinner were served. Events on the club’s calendar for the ang 
rest of the summer include a moonlight excursion on the steam- 
ship Roosevelt July 13, an all-day golf outing at the Westward-Ho 
Country Club July 27, “J. T. C. Evening” at the World’s Fair® orie 
August 3, and the final golf tournament at Cog-Hill Country % orie 
Club August 31. bure 
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The Harbor Traffic Club held its monthly meeting at the 

Wilmington Club June 27. Earnest Weigle, Los Angeles Cham- 
ber of Commerce, spoke on “The Industrial Recovery Act and July 
Its Application to California Through Assembly Bill 2400.” Gro 
ber 
Commissioner Claude R. Porter is to be guest speaker at trar 

the Winston-Salem Traffic Club banquet the evening of August 

5 at Graystone Inn, Roaring Gap, N. C., in cunnection with 
the club’s fourth annual outing. There will be a full day of Lue 
recreation and entertainment. The annual golf tournament will poll 
start the day, when the traffic club cup will be competed for. tive 
In the afternoon there will be a baseball game (indoor) between tow 
shippers and carriers. There will be swimming and boating, Bee 
and a dance after dinner will round out the day’s activities. Wit 
President L. F. Owen will preside at the banquet. a 
The Metropolitan Traffic Association of New York ended Gol 

its activities for the season with a beefsteak dinner at the Hotel 
Victoria June 22. Following the dinner an impromptu enter- Lal 
tainment was presented by the members themselves, with James sa 
J. Sweeney, president of the association, acting as toastmaster. ond 
Regular meetings will be resumed in the fall. and 











The Women’s Traffic Club of Greater New York observed _ 


the second anniversary of its establishment June 23 with a din- 
ner at the headquarters of the Traffic Club of New York at the 














Park Central Hotel. Senator Royal S. Copeland of New York ser 
was the principal speaker and took for his topic the proposed div 
St. Lawrence seaway development. Senator Copeland asserted 
that hopes for the creation of another Mediterranean in the pla 
Great Lakes by means of the seaway were based on illusions. 
He pointed out that the St. Lawrence was valueless to the cal 
American merchant receiving goods from the east, asserting that 
in 1925, of the lake carriers arriving in Montreal, 2,670 returned fiv 
westward without cargoes, there being nothing for them to take 19; 
west. After analyzing the benefits claimed for the canal through 
its power development and pointing out the burden it would co 






place on the taxpayers of New York state, Senator Copeland 
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tually said: “If it is built at all, the waterway to the sea should be 
Mpuilt where it will guarantee the use of American carriers and 
atio American ports. Otherwise, our own country will be the loser. 










o build the St. Lawrence Canal is the first step toward the 
destruction of our merchant marine. It will defeat any effort 
o gain supremacy on the Atlantic.” 
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» 1M The annual summer outing of the Traffic Club of St. Louis 


has been set for July 25 at Norwood Hills Country Club, Nor- 


does mandy, Mo. 


r the 
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‘ived The Traffic Club of Erie will hold its annual outing at Con- 


neaut Lake Park July 13. The trip to the park will be made in 
busses supplied by the West Ridge Transportation Company. 
Dinner Will be served at the Hotel Conneaut. 


Chas, Sorg, Jr., the new president of the Dallas Traffic Club, 
has served the club in various ways 
since 1912, when he became a member, 
including service on the directorate and 
as first vice-president. He was born 
February 22, 1884, in Galveston, from 
where the family moved to Dallas when 
he was about four years old. He was 
educated in the Dallas public schools 
and when about seventeen joined the 
clerical staff of the M. K. and T. Lines 
of Texas, where he remained for about 
ten years. He then went to South 
Texas and became connected with the 
general freight office of the St. Louis, 
Brownsville and Mexico Railway during 
construction of that line, now known 
as the Gulf Coast Lines. After two 
years he returned to Dallas to work in 
the general freight office of the M. K. 
and T. lines and then went out as trav- 
eling freight and passenger agent for the Burlington; later he 
was promoted to commercial agent for the Fort Worth and 
Denver lines. From 1918 to 1921 he was connected with the 
International Harvester Company, and the latter part of 1921 





lub & took his present position as southwestern agent for the Northern 

701 BF Pacific Railway Company at Dallas, covering the states of Texas 

the and Louisiana. 

14m- 

Ho At the regular luncheon meeting of the Traffic Club of New 

alr Orleans June 26 E. Davis McCutcheon, manager of the New 

try H Orleans Better Business Bureau, explained a campaign of the 
bureau to eliminate fraudulent practices arising from misrepre- 

. sentations in advertising. 

he srssibitaininaait 

m- The Traffic Club of Newark has scheduled golf outings for 

nd July 13 and August 10. That on July 13 will be held at Locust 


Grove, Rahway, N. J. The next regular meeting will be Septem- 
ber 11, when there will be open forum discussion of current 
at transportation subjects. 


th A new unemployment committee, consisting of George C. 
of Lucas (chairman), C. A. Swope, and A. S. Colton, has been ap- 
ill pointed by the Traffic Club of New York to assist members, ac- 
yr. tive and otherwise, who are out of work to obtain jobs. Golf 
on tournaments have been announced as follows: July 18, White 
g, Beeches Guif and Country Club, Haworth, N. J.; August 15, 
S. Wingfoot Golf Club, Mamaroneck, N. Y.; September 19, Braid 

Burn Country Club, Madison, N. J. One hundred and fourteen 


participated in the June golf tournament at the Hempstead 
ad Golf Club, 
el re 
a. The Omaha Traffic Club will hold a golf tournament at the 
- Lakewood Country Club July 20. Prizes will be awarded for 
. low gross and low net scores, second low gross and net scores, 


and for third low gross score, competition for members only, 
and there will be several prizes for guests. Dinner will be 
d served at the club in the evening. 


ROLLING STOCK ADDITIONS 

Class I railroads in the first five months of 1933 placed in 
service 1,249 new freight cars, according to the car service 
division of the American Railway Association. 

In the same period last year, 1,671 freight cars were 
Placed in service. 

The railroads on June 1 this year had 1,205 new freight 
cars On order compared with 2,534 on the same day last year. 

The railroads placed one locomotive in service in the first 
ot months this year compared with 22 in the same period in 

New locomotives on order on June 1 this year totaled one 
compared with 18 on the same day last year. 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 


Ee a ewe FT eas & TF a 





The Traffic World 


PAGE 29 








Digest of New Complaints 
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25783. Sub. No. 1. Roth Blum 
Calif., vs. Southern Pacific et al. 

Unreasonable rates, sheep, points 
Francisco, Calif. Asks reparation. 
25840, Sub. No. 1. John S. Brittain Dry Goods Co. et al., 
Joseph, Mo., vs. A. G. S. et al. 

Rates and charges in violation Sections 1 and 4, cotton piece 
goods, points in N. C., S. C., Va., Ga., Ala. and Tenn., to St. Joseph, 
Mo., and Atchison, Kan. Ask rates and reparation. 

26016. Sub. No. 1. The Twin City Milk Producers’ Association, 
St. Paul, Minn., vs. C. M. St. P. & P. et al. 

Unreasonable rates and charges, skimmed milk, powdered, 
Farmington, Minn., to Buffalo, N. Y. Asks rates and reparation. 
2€040. Continental Roll & Steel Foundry Co. et al., Wheeling, 

Va., vs. Pennsylvania et al. 

Unreasonable rate, coal, Douglass, Pa., to Warwood, W. Va. 
Ask rates and reparation. 
~ Standard Candy Co., Nashville, Tenn., vs. N. C. & St. L. 
et al. 

Rates in violation sections 1 and 6, candy, Nashville, Tenn., 
to points in Mo. Asks rates and reparation. 
wy momen Louisiana Pipeline Co., Shreveport, La., vs. M. 

. et al, 

Unreasonable rates, barium or silicate drilling mud, Russell- 
ville, Ark., to Archibald, La. Asks reparation. 
26043. Middle Rio Grande Conservancy District, 
nN. MM. Ve. A. FT. ané 8. F & a. 

Rates and charges in violation sections 1, 4 and 6, power shovels 
and power shovel parts, Milwaukee, Wis., and Evansville, Ind., 
to points in N. M. Asks reparation. 
| wy _— Federal Foundry Supply Co., Cleveland, O., vs. 

. et al. 

Rates in violation sections 1 and 6, common ground clay, Joliet, 
Ill., to Easton and Waynesboro, Pa., Detroit, Mich., and other 
points. Ask cease and desist order and reparation. 

26045. Wertheimer Bag Co., Birmingham, Ala., vs. Southern et al. 

Unreasonable rates, old burlap or gunny bags, points in Mo., 
Ill., Ind., O., Wis., and Mich., to Birmingham, Ala. Asks rates. 
26046. The Celotex Co. et al., Chicago, Ill., vs. A. & W. et al. 

Unreasonable rates and charges, cane fibre lumber and cane 
fibre board, New Orleans, La., to points in IIl., Ia., Wis., Minn., 
S. D., Neb., and Mo. Ask for interpretation of report of Commis- 


Packing Co., San Francisco, 


in Ore, and Calif. to San 


St. 


Albuquerque, 


B. & 


sion in No. 17541, Celotex Co, vs. A. & W., 140 I. C. C. 274, and 
reparation. 
26047. Hans Rees’ Sons, Inc., New York, N. Y., vs. B. & O 


et al. 

Rates and charges in violation section 6, green salted hides, 
points in D. of C., Del., Md., N. J., N. Y. and Pa., to Asheville, 
N. C. Asks reparation, 

26048. National Sash Weight Corporation, Darby, Pa., vs. Penn- 
sylvania, : 

Unreasonable rate and charges, scrap tin plate, Cooper’s Point 
(Camden), N. J., to Philadelphia, Pa. Asks rate and reparation. 
26049. Swift & Co., Chicago, Ill., vs. T. & P. et al. 

Unreasonable rates and charges, cattle, Fort Worth, Tex., 
Moultrie, Ga. Asks reparation. 

26050. Herman Reel Co., Milwaukee, Wis., vs. Canada Atlantic 
Transit of the U. S. et al. 


to 


Charges in violation sections 1 and 6, wool in grease, Mil- 
waukee,Wis., to Barre Plaines, Lawrence and Boston, Mass., 
Chester and Philadelphia, Pa., and Providence, R. I., wool hav- 


ing originated at points west of the west bank of the Mississippi 
River. Asks reparation. 
26050. Sub. No. 1. Same vs. C. B. & Q. et al. 

Same complaint and prayer as to wool in grease, St. Joseph and 
Browning, Mo., Topeka, Atchison and Fort Scott, Kan., Gales- 
burg, Ill., and Spring Valley, Wis., to Boston, Mass., and Phil- 
adelphia, Pa. 

26051. J. K. Dering Coal Mining Corporation et al., Eldorado, IIl., 
vs. I. C. et al. 

Rates in violation Sections 1 and 3, coal, Eldorado, Ill., to Maple- 
wood, Mo., competitors in southern Illinois rate group being pre- 
ferred. Ask rates. 

26052. Bellefonte Central Railroad Co. vs. Pennsylvania et al. 

Alleges defendants, particularly the Pennsylvania, have refused 
to agree to just, reasonable and equitable divisions of joint rates on 
coal and other commodities to points on Bellefonte Central, and 
refused to publish joint through rates with complainant through 
the so-called Tyrone gateway except on certain specified traffic. 
Asks establishment of joint through class and commodity rates via 
both Bellefonte and Tyrone gateways, divisions and reparation. 


26053. Pitzer Transfer Corporation, Roanoke, Va., vs. N. & W. 
et al. 

Unreasonable rate, coal, mines in Va. and W. Va, to Roanoke, 
Va. Asks reparation, 

26054. American Cast Iron Pipe Co., Birmingham, Ala., vs. A. 
B. & C. et al. 

Unreasonable charges, cast iron pipe and fittings, Birmingham, 
Ala., to Rochester, Vt. Asks rate of $12.20 a ton and waiver of 
alleged undercharge. 

26055. J. H. McEvoy & Co., Houston, Tex., vs. T. & N. O. 

Rates in violation Sections 1, 2, 3, 4, 6 and 25 of act, wrought 
iron pipe, Houston, Tex., to New Orleans, La., for export, as com- 
pared with rates on oil well supplies, Houston to New ,Orleans, 
and on wrought iron pipe in reverse direction. Asks reparation. 
26057. Board of Commissioners Lake Charles Harbor & Terminal 
district, Lake Charles, La., vs. A. T. & N. et al. 

Rates in violation sections 1, 3 and 4, lumber and articles taking 
lumber rates, or rates related thereto, including staves, stave 
bolts and heading, points in Ark., Ala., La., Miss., Okla., Tenn., 
and Tex., to Lake Charles, La., when for export and coastwise 


movement. Ports east of Mississippi River preferred. Asks rates. 
26058. a Cleveland-Cliffs Iron Co., Cleveland, O., vs. D. S. 8S. 
& A. et al. 


Rates in violation first three sections, wood charcoal, Marquette, 
Mich., to points in Mass., Conn., N. Y. and N. Y., as compared with 
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rates from Memphis, Tenn., and Bradford, Pa., district. Asks 
reparation. 
. 26059. L. C. Adams Mercantile Co. et al., 
A. =. & 8. O. Ot Mi. 

Rates in violation sections 1 and 3, coal, points in Colorado and 
northern New Mexico to points in Kan. Ask finding that rates in 
effect Sept. 30, 1929, wou'd have been lawful rates and reparation 
to basis of rates pursuant to I. C. C. decisions in Nos. 14855 and 
16665. 

. 26060. Leckie Coal Co., Inc., Columbus, O., vs. N. & W. et al. 

Unreasonable rate, coal, Pageton, W. Va., to Ardian, Mich. 


Asks cease and desist order as to collecting additional charges. 


Cedarvale, Kan., vs. 


Personal Notes 


William T. Craig, who has been general agent in Chicago of 
the Board of Commissioners of the Port of New Orleans, has 
been appointed general freight agent for the Mississippi Valley 
Barge Line, with headquarters in New Orleans. Mr. Craig is 
succeeded in Chicago by Lewis I. Bourgeois, who has been gen- 
eral agent in New Orleans for the Inland Waterways Corpora- 
tion. 

William H. DeF'rance, executive general agent, Inland 
Waterways Corporation, New Orleans, died June 25 after a long 
illness. 

T. C. Andrews has been appointed general agent, Litchfield 
and Madison Railway, with headquarters in Tulsa. 

Rodney Macdonough, New England passenger agent for the 
Pennsylvania, retired under the company’s pension rules July 1 

Herman M. Moors, freight claim agent, Southern Pacific, 
with headquarters in New Orleans, was elected chairman of 
the freight claim division, American Railway Association, at 
the annual meeting of the organization in Louisville June 6 to 8. 
He succeeded H. J. Freeman, freight claim agent, Pennsylvania. 


D. T. O’Neal, western passenger agent, N. C. & St. L., has 
been temporarily assigned to Jacksonville, Fla. 

Edward Joseph Malloy, commercial agent, Atlanta, Birming- 
ham and Coast, at New York, died June 19. 

W. A. Kittermaster, general western freight agent, Canadian 
Pacific, the Soo Line, and the Duluth, South Shore and At- 
lantic, in Chicago, who hag retired from active service under 
company pension rules, has been succeeded by E. L. Cardle, 
assistant general freight agent, and the office formerly held by 
Mr. Cardle has been abolished. 


G. A. Olson, formerly treasurer and manager of the rate 
and service department of the Carmichael Traffic Corporation, 
and T. A. Loretz, traffic manager of the Consolidated Steel 
Corporation, announce the opening, July 1, of offices in Los 
Angeles to engage in general commerce practice and a traffic 
management service under the firm name of Loretz and Olson. 


TRAFFIC COUNCIL MEETING 

The traffic council of the eastern manufacturers of linoleum 
and felt base floor coverings held a meeting in New York City 
June 22. The chairman, E. G. Siedle, general traffic manager 
of the Armstrong Cork Company, presided. The docket cov- 
erad numerous pending rate adjustments and some changes in 
classification. Considerable time was devoted to discussing 
the new intercoastal regulations and the recent stand taken by 
many of the insurance companies regarding motor truck cargo 
insurance. The group concluded that the new intercoastal reg- 
ulations had fallen short of fully attaining the objective of sta- 
bility in rates and questioned the propriety of the advances 
made in many rates by the conference lines in the tariff ef- 
fective June 1. As for cargo insurance, the group concluded 
that it would be advisable for each member to carry a limited 
amount of insurance of his own so as to forestall a possible 
loss through lapse of truckers’ policies. 


The Traffic World may be found on sale at the following places: 
Chicago—tThe ‘Traffic World, 418 South Market Street. 
Washington—Traffic Service Corporation, Mills Build- 

ing, 17th and Pennsylvania. 

The Traffic World may be read on the following trains: 

Great Northern Railroad—Empire Builder, Oriental 
Limited and Winnipeg Limited. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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NOTE—items in the Docket marked with an asterisk (*) h 
been added since the last issue of The Traffic World. New assi 
ments now on the Commission’s docket of dates later than he 
shown will not bear asterisks when they do appear. Cancellat 
and postponements announced too late to show the change in 
Docket will be noted elsewhere. 


July 5—Argument at Washington, D. C.: 

* Finance No. 9599—F. P. & E. R. R. Proposed construction. 

* Finance No. 9651 (and Sub. 1 to 5 incl.)—In the matter of app 
cation of C. & W. I. R. R. for authority to issue bonds, and a 
plication of C. & BE. 1. Ry. C_.42 0. KR. RB. C. LE &@ LL. Ry... & 
W. Ry., and Wabash Ry. and its receivers, Walter S. Frankl 
and Frank C. Nicodemus, Jr., for authority to assume obligati 
and liability as lessees, in respect of proposed bonds. 

* Finance No. 10011—Application Legh R. Powell, Jr., and Hen 
W. Anderson, receivers of S. A. L. Ry. 


July 6—Chicago, Ill—Examiners Mackley and Hall: 
17000—part 7—Rate structure investigation. Grain and grain pro 
ucts within western district and for export (and cases consol 
dated therewith). (Adjourned hearing.) 


-_ 6—Cairo, Ill.—Examiner Mattingly: 
@& S 3853—Grain—St. Louis and E. St. Louis to Cairo, IIl. 


July 6—Chicago, Ill._—Examiner Trezise: 
1. & S. 3876—Combination rule on cement. 


a= | 6—Monroe, La.-—Examiner McChord: 
538 and Sub. 1—Marvin Owen vs. B. S. L. & W. Ry. et al. 
a es Sub. 1 to 7, incl.)—R. H. Cargile vs. G. C. & S. F. R 


25768-Zack T. Miller vs. A. & S. F. Ry. eta 

25779—W. A. Potts vs. C. of Ga. my., 2». 2 Panera, Receiver, et 
25780—E. E. Blanton vs. I. C. R. R. et al. 

25964—-Sutherland Bros. vs. G. H. & S. A. Ry. et al. 


July 6—Lindsey, Wis.—Public Service Commission of Wisconsin: 
Finance No. 9925—Application C. M. St. P. & P. R. R. for certifica 
of public convenience and necessity permitting abandonment of 

its line extending from Dexterville Junction to Lindsey, Wis. 


July 6-7—Argument at Washington, D. C.: 
—— Paper Investigation (and cases grouped there 
with). 


— 7—Cairo, Ill.—Examiner Mattingly: 
. & S. 3871—Agricultural Limestone via. Mo.-Ill. R. R. 


July aoe. Neb.—Examiner Smith: 
1. & S. 3874—Grain products to Montana and Wyoming. 


July nollie lll.—Examiner Trezise: 
Fourth Section Application No. 14640—Sand and gravel from South 
Beloit, °. to Milwaukee, Wis., filed by C. & N. W. Ry. and 
Cc. M. St. P. & P. R. R. 
July Far Asctig Ill.—Examiner Trezise: 
19798—Chicago Bridge & Iron Works vs. A. T. & S. F. Ry. et al 
July 8—Lincoln, Nebr.—Examiner Smith: 
25908—D. S. Keefe et al. vs. A. T. & S. F. Ry. et al. 
July 8—Argument at Washington, D. C.: 
* Finance No. 9207—N. & W. Ry. abandonment. 
* Finance No. 9619—Wisconsin Central Ry. et al proposed abandon- 
ment, 
* Finance No. 9653—A. T. & S. F. Ry. abandonment. 


July 8—Cincinnati, O.—Examiner Hagerty: 
a ae Virginia Coal & Coke Corporation vs. B. & O. R. R 
et a 


a 10—E] Paso, Tex.—Examiner Flynn: 
899—-E] Paso Freight Bureau et al. vs. A. T. & S. F. Ry. et al. 
24960—B. & M. Motor Co. et al. vs. A. & S. Ry. et al. 


July 10—Chicago, Ill.—Examier Trezise: 

1. & S. 3861—Coal, Springfield District to Peoria-Pekin, Ill. (This 
a will be heard jointly with the Illinois Commerce Com- 
mission 

23130—Intrastate rates on bituminous coal between points in Iili- 


nois. 
21020—Traffic Bureau, Davenport Chamber of Commerce, et al. vs. 
A. & E. R. R. et al. (further hearing). 


July 10—Boston, Mass.—Examiner McGrath: 
|. & S. 3879—Import woodpulp—Boston, etc., to the west. 


July 10—Omaha, Neo.—Examiner Smith: 
Fourth Section Application No. 14616, filed by E. B. Boyd. 
Fourth Section Application No. 14647, filed by F. A. Leland. 
Fourth Section Application No. 14682, filed by E. B. Boyd. 
Fourth Section Application No. 14801, filed by E. B. Boyd. 
Fourth Section Application No. 14861, filed by E. B. Boyd. 
22474—Anoka Butte Lumber Co. et al. vs. A. T. & S. F. Ry. et al. 


July 10—Elmira, N. Y.—Examiner Molster: 

Finance No. 9752—Application N. Y. C. R. R. for permission to 
abandon that portion of its Cowanesque Valley Branch between 
Westfield and Ulysses, Pa. 

—, 10—New Orleans—Examiner McChord: 
ourth Section Application No. 15149, filed by E. B. Boyd, agent. 
* Fourth Section Application No. 15112, filed by F. A. Leland. 


—_- 10—Chicago, Ill.—Examiner Rogers: 
769—In re charges protective service for perishable freight 
—_ en ae Ind.—Examiner Hagerty: 

. 3878—Paper stopped to partially unload at W. T. L. points. 
yt nt Orleans, La.—Examiner “ee 
6—Brown Paper Mill Co., Inc., vs. B. & O. R. R. et al. 


Piss 11—Omaha, Neb.—Examiner oo. 
25781—J. B. Mellor et al. vs. C. & N. 
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July 11—El Paso, Tex.—Examiner Flynn: 
25430—California Live Stock Commission Co. et al. 
s. Ry. et al. 
July a. Tex.—Examiner Mattingly: 
1. & S. 3858—Vegetable oils in the west and southwest. 


July 12—Boston, Mass.—Examiner McGrath: 
1. & S. 3852—Petroleum coke in New England. 
July 12—New Orleans, La.—Examiner McChord: 
= Pipe Line Co., Inc., et al. vs. A. T. & S. F. Ry. 
et a 
"bed 12—Omaha, Neb.—Examiner Smith: 
~~ eel Manufacturing Co. et al. vs. C. C. C. & St. L. Ry. 


vs. A. T. & 


Jul ‘2~-Arcument at Washington, D. C.: 
cP W. C. Crenshaw, trading as W. C. Crenshaw & Co. vs. C. 
Cc. Ry. et al. (and cases grouped therewith). 
aston. Neto Brick Co. vs. C. & N. W. Ry. et al. 


July 12—El Paso, Tex.—Examiner Flynn: 
Bloom Land & Cattle Co. et al. vs. A. T. & S. F. Ry. et al. 
25658—A. D. Brownfield vs. G. S. & F. Ry. et al. 


~-_ 12—Little Rock, Ark.—Arkansas Corporation Commission: 
inance No. 9932—A pplication of J. M. Kurn and John G. Lonsdale, 
Receivers of St. L.-S. F. Ry. for a certificate of public conven- 
ience and necessity permitting abandonment of operation of Tip- 
perary branch extending from McDougal to Tipperary, Ark. 
July 13—Chicago, Ill.—Examiner Trezise: 
—— Sash and Door Co. et al. vs. A. T. & S. F. Ry. 
et a 
—_, 13—Boston, Mass.—Examiner McGrath: 
283—Mayor of Revere, Mass., et al. vs. B. & M. R. R. et al. 
July 13—Argument at Washington, D. C.: 
22389—Tri-State Traffic Co. vs. Pa. R. R. et al. 
22401, Sub. 2—Tri-State Traffic Co. vs. Nfk. S’n R. R. et al. 
* Finance No. 9681—Texas & Gulf Ry. et al. proposed abandonment. 
July 13—New Orleans, La.—Examiner "yy 
24509—Port Gibson Oil Works, Inc., vs. L. & A. Ry. et al. 
July 13—Argument at Washington, D. C.: 
* 1. & S. 3840—Coal to Chicago Switching district. 
July 13—Phoenix, Ariz.—Examiner Flynn: 
ae Mutual Coal, Light & Power Co. et al. vs. A. T. & S. F. Ry. 
e 
25875—Arizona Corporation Commission vs. Apache Ry. (Arthur 
J. McQuatters, Receiver) et al. 
July 13—Omaha, Neb.—Examiner Smith: 
28774 — 4—A. D. Hayes Co. et al. vs. A. & S. R. R. et al. 


oa 13—St. Louis, Mo.—Examiner Hagerty 
> & S. 3881 and ist supplemental order——Grain and grain products 
“from Il. and Mo. to south, - 


July 13—Washington, D. C.—Commissioner McManany: 
* 13413—In the matter of automatic train-control devices—B. & M. 
R. R. (further hearing). 
July 14—Chicago, Ill.—Examiner Trezise: 
20572—Celotex Co. vs. A. C. & Y. Ry. et al. 


17544—Celotex Co. vs. A. C. & Y. Ry. et al. 
1. & S. 3138—Chipboard, Fiberboard and Pulpboard from Gulf ports 
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If You Think Your Rates Are Improperly Adjusted 


You should first approach the carrier with a carefully considered and comprehensively prepared 
proposition showing why the existing rates are unreasonable, discriminatory, or prejudicial. 





Where one or more of these elements are involved, if the shipper sets forth the facts in a clear 
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to eastern points. 
* 26046—Celotex Co. and Hobart P. Young, 
Ry. et al. 


- 14—Boston, Mass.—Examiner McGrath: 
18194—Boston Wool Trade —— (for and in behalf of its 
& W. Ry. et al. (and cases grouped 


receiver, vs. A. & W, 


members and others) vs. A. 
therewith) (further hearing). 
20703—Boston Wool Trade Assn. et al. vs. A. & R. R. R. et al, 


July 14—New Orleans, La.—Examiner McChord: 
2—Commercial Transportation Co., Inc., vs. M. P. R. R. et al, 


July 14—Argument at Washington, D. C.: 
Ex Parte 104—Part 6—Practices of carriers affecting operating 
revenues or expenses—Warehousing and storage of property by 
carriers at Port of New York, N. Y 


July 14—Phoenix, Ariz.—Examiner Flynn: 

ourth Section Application No. 15000. Filed by H. G. Toll, B. T. 
Jones and W. S. Curlett, agents—Transcontinental Westbound 

Automobile Rates. 


~~ 15—Phoenix, Ariz.—Examiner gt 
25559—Tovrea Packing Co. vs. A. T. & S. F. Ry. et al. 


July we 9 City, Mo.—Examiner Senate: 
3877 and ist supplemental soder--Saabtngtion rule on lime 
pF plaster. 


July 15—Burlington, Ia.—Examiner Molster: 

Finance No. 9767—A pplication of Burlington, Muscatine & North- 
western Ry. for a certificate of public convenience and necessity 
authorizing the construction, rehabilitation, and operation of lines 
of railroad in Muscatine, Louisa, and Des Moines Counties, Ia. 


Jul 15—Washington, D. C.—Commissioner McManamy: 
+ e13—in the matter of automatic train-control devices—The Al- 
ton R 


July 17—Chicago, Ill—Examiner Trezise: 
22799-Sub. 1—Swift & Co. vs. C. M. St. P. & P. R. R. et al. , 
22799—Armour & Co. vs. C. B. & Q. R. R. et al. further hearing. 


July oko Ala.—Examiner McChord 
1. & S. 3867—Absorption of switching charges at Mobile, Ala. 


~< 17—New York, N. Y.—Examiner McGrath: 
—Paul Fortugno, trading as Hudson Manure i vs. Pa. R. R. 
oee7i—Feuit Importers, Ltd., et al. vs. A. C. L. R. R. et al. 


_. 17—Sioux City, Ia.—Examiner Smith: 
241 po I ee a Neeley Co. et al. vs. A. A. R. R. et al. 
. A. Baker Co. et al. vs. A. & W. P. R. RR.’ 


suly 17 one Ariz.—Examiner Flynn: 
a Wool Growers’ Assn. et al. vs. A. T. & S. F. Ry. 


easter. E. Pollock et al. vs. A. T. & S. F. Ry. et al. 
24357—Cross Mt. Sheep Co. et al. vs. A. T. & S. F. a: et al. 
24427—Ash Fork Live Stock Co. et al. vs. A. T. & S. F. Ry. et al. 


“~— 17—Kansas City, Mo.—Examiner Hagerty: 
& ~ 3875 and two supplements—Combination rule on horses and 
mules, 


et al. 





and convincing manner instead of merely asserting that his rates are out of line and demanding 
readjustment, he saves time and money and is usually far more successful in obtaining a read- 


justment of his rates. 


Proceedings before the Commission are at best slow and expensive, and many are inclined to 
put up with unfair rates rather than become involved in such proceedings. 
method of obtaining results does not make for cooperation between carriers and shippers. 


The Traffic Service Corporation will assist your traffic manager or counsel in making a thor- 
ough analysis of a rate adjustment, setting up the data in a clear and comprehensive manner. 


Furthermore, this 


If the plan of first presenting your case to the carrier does not bring results, the analysis and 


210 Mills Bldg. 


exhibits that have been prepared can readily be used in presenting the matter to the Commission. 


THE TRAFFIC SERVICE CORPORATION 


“*At Your Service”’ 





Washington, D. C. 
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| CHICAGO 











at al, 
Chicage ranks as one of the world's great industrial and commercial centers. The city 
© covers 210 square miles, and has a population of practically 3,500,000, while the 
“a metropolitan population is over 4,500,000. The metamorphosis—overnight, as the 
years run—of a hamlet in the mud to the city that Chicago now is, stands forth as one 
of the incredible marvels of an incredibly marvelous age. 
ound Today the city invites the world to attend its great Pageant of Progress. The Exposi- 
tion unfolds the thrilling story of the scientific discoveries that have formed the basis of 
progress in the past one hundred years. The Pageant of Progress is the most impressive 
exposition in all history and well worth a journey even from the ends of the earth. 


st al, 
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© Chicago Aerial Survey Co AIR VIEW OF PART OF CHICAGO'S BUSINESS DISTRICT 


CHICAGO - EFFICIENTLY SERVED BY THE SOO LINE 





POOLE BROS. INC., CHICAGO. 





SOO SERVICE WILL BE SATISFACTORY TO YOU 
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eas aR 
FREE BOOK TELLS HOW 


to Confine Your Expenses to 
Volume of Goods Moving 


Increasing 


Your Sales 
through the use of 


AWA 


Merchandise 
Warehouses 


RANCH HOUSE 
overhead has 
caused many a headache during the depression. 
Losses in many businesses can be traced to the 
expensive operation of branch houses—at a cost 
far out of line with the volume of goods sold. 

Public warehouses, as operated by members of 
the American Warehousemen’ s Association, can 
cure your ‘‘branch house blues.’’ These ware- 
houses are located in every distribution center of 
importance—ready to furnish all necessary facil- 
ities and services required for the strategic spot- 
stock distribution of raw materials, manufactured 
goods and service parts of every kind. 

You pay on a ‘‘piece work’’ basis for the stor- 
age and delivery of your merchandise. Costs are 
based on the number of units of your goods that 


are handled. You have little or no overhead if 
business is dull. And if business is 
brisk, your costs are less than when 
operating your own branch house! 


Write today for our free 32-page 
book describing the A. W. A. Plan of 
Distribution. 


AMERICAN 
WAREHOUSEMEN’S 
ASS O CIATION 


2074 Adams-Franklin Bldg. Chicago, Ill. 
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July 17—Grand Rapids, Mich.—Michigan Public Utilities Commissioy 

Finance No. 9804—Application Pere Marquette Ry. for permissio 

to abandon a portion of its Reeds Lake Branch between Ha 
St., Grand Rapids, and Reeds Lake, Mich. 


July 17—Washington, D. C.—Examiner Curtis: 
1, & S. No. 3890—Glass from Kingsport, Tenn., to eastern point; 
see 





July 18—Chicago, Ill—Examiner Trezise: 
23279 (and Sub. 1 and 2)—Jos. Denunzio Fruit Co. et al. vs. A. 7 
& S. F. Ry. et al. 
July 18—New York, N. Y.—Examiner McGrath: 
25744—F. E. D. Corporation vs. Pa. R. R. et al. 
25873—Davey Co. vs. Pa. R. R. et al. 


July 18—Phoenix, Ariz.—Examiner Flynn: 
550—American Fruit Growers, Inc., et al. vs. A. & R. R. R. et al, 
July 18—Kansas City, Co.—Examiner Hagerty: 
16723—United Iron Works, Inc., vs. A. T. & S. F. Ry. et al. 
17594—United Iron Works, Inc., vs. A. G. S. R. R. et al. 
18970—Perfection Metal Products Co. et al. vs. A. & V. Ry. et al, 
(and cases grouped therewith). 
July 18—Washington, D, C.—Examiner Lawton: 
Fourth Section Application No. 15125, filed by E. B. Boyd. 
July 18—Kansas City, Mo.—Examiner Molster: 

Finance No. 9854—Application of J. M. Kurn and John G. Lons. 
dale, receivers of the St. L.-S. F. Ry. for certificate of public 
convenience and necessity permitting abandonment of operation 
of Stanley Branch in Johnson County, Kan, 

July 19—Chicago, Ill.—Examiner Trezise: 

25655—Joseph B. Marcus, doing business as Joseph B. Marcus & 
Co., ve. C. M. St. P. and P. R. BR. et al. 

25707—Armour Fertilizer Works vs. Pa. R. R. et al. 


July 19—New York, N. Y.—Examiner McGrath: 
1. & S. 3872—Phosphate Rock to East Tampa, Fla. 


July 19—Sioux Falls, S. D.—Examiner Smith: 
25577—Wenk Bros. vs. C. M. St. P. & P. R. R. F 
25601— Worthington Creamery & Produce Co., Inc., vs. B. & QO, 
R. R. et al. 
July 19—Kansas City, Mo.—Examiner Hagerty: | 
17823—-Kansas City Structural Steel Co. et al. vs. A. & V. Ry. et al, | 
July 20—Chicago, Ill—Examiner Trezise: 
25725—Deep Rock Oil Corp. vs. A. T. & S. F. Ry. et al. 
25782—J. G. Staton vs. A. C. L. R. R. et al. 
July 20—New York, N. Y.—Examiner McGrath: 
25876—Hanley Co., Inc., of New York, N. Y. et al. vs. C. R. R. of 
N. J. et al. 
July 20—Kansas City, Mo.—Examiner Hagerty: 
20194—-Fredonia Linseed Oil Works Co. vs. A. T. & S. F. Ry. et al. 
July 20—Sioux Falls, S. D.—Examiner Smith: 
19979—S. D. State Highway Commission vs. M. St. P. & S. S. M. 






Ry. 
— D. State Highway Commission vs. M. St. P. & S. S. M. 
y. 
July 20—Garnett, Kans.—Examiner Molster: 

Finance No. 9881—Application Mo. Pac. R. R. for certificate of 
public convenience and necessity permitting abandonment of line 
between Ft. Scott and Lomax, Kans. 

July 20—Albany, Ore.—Public Utilities Commission of Oregon. 

Finance No. 9927—Application Oregon Electric Ry. for a certificate 
of public convenience and necessity permitting abandonment of 
its line of railroad extending from Gray Station to East Cor- 
vallis, Ore. 

July 21—Chicago, Ill._—Examiner Trezise: 
25833—-American Field Seed Co. vs. C. & N. W. Ry. et al. 


July 21—Kansas City, Mo.—Examiner Hagerty: 
25523—Shell Petroleum Corp. vs. C. B. & Q. R. R. et al. 
21115—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
21784—White Eagle Oil & Refining Co. vs. A. T. & S. F. Ry. et al. 
23550—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
23570—Phillips Petroleum Co. vs. A. T. & S. F. Ry. et al. 


July 21—Atlanta, Ga.—Examiner McChord: 
23822—-American Trading Corporation vs. S. A. L. Ry. 


July 22—Garnett, Kans.—Examiner Molster: 

Finance 9882—Application Mo. Pac. R. R. for certificate of public 
convenience an necessity_permitting abandonment of line be- 
tween Mound City and LeRoy, Kans. 

July 24—Chicago, Il1l.—Examiner Trezise: 
25926—Hart Schaffner & Marx Co. vs. B. & M. R. R. et al. 

a tt ey City, Mo.—Examiner Hagerty: 

11—Pan American Feed Co. (Halbert H. McCluer, trustee in 
bankruptcy) vs. C. B. & Q. R. R. et al. 

July 24—Augusta, Ga.—Examiner McChord: 

25825—Cotton Exchange of Augusta vs. A. C. L. R. R. et al. 

July 24—Los Angeles, Calif.—Examiner Flynn: 
25576—Hauser Packing Co. et al. vs. A. T. & S. F. Ry. et al. 

July 24—Washington, D. C.—Examiner Crowley: 

* a Shippers’ Assn., Inc., vs. Baltimore and Eastern 

et al. 

July 25—Chicago, III—Examiner Trezise: 
25721—_Brunswick-Balke-Collender Co. vs. B. & O. R. R. et al. 
25846—Federal-American Cement Tile Co. vs. I. H. B. R. R. et al 
25724—Liquid Carbonic Corp. vs. A. T. & S. F. Ry. et al. 

July 25—Helena, Mont.—Examiner Smith: : 

1. & S, 3888—Packing house products—Denver, Colo., to Montana. 

1. & S. 3874—Grain products to Mont. and Wyo. 

July 25—Los Angeles, Calif.—Examiner Flynn: 
25564—Cudahy Packing Co. vs. A. T. & S. F. Ry. et al. 
25598—Cudahy Farm Geerating Co. vs. O. S. L. R. R. et al. 

July 25—Augusta, Ga.—Examiner McChord: 
25686—Etheredge Guano Co. vs. A. C. L. R. R. et al. 

July 25—Kansas City, Mo.—Examiner Hagerty: 
= Bros.’ Broom Corn-Grain and Supply Co. vs. M. P. R. R. 

et al. 

July 25—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 14966—Petroleum and its products 
to Ohio River Crossings. Filed by B. T. Jones, agent. 
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| From Start to Finish | | THE DAILY TRAFFIC WORLD 


0, ‘ ‘ oss 
Gente Pett dete Bete to bring them first news of the decisions and 
al 2. Central Freight Association Hearings proposed reports in which they have a 
; 3. Central Freight Association Coal, Coke & Iron Ore Docket ° | int t Th k it wil | k e 
4. Eastern Commodity Rate Revision Committee Hearings von interes ss ey — ” . eep 
5. Ilinois Freight Association Docket them in touch with the hearings in important 
6. National Diversion and Reconsignment Committee Hearings — . : a 
of 7. National Perishable Freight Committee Docket eas just asifthey had their own represen 
8. New England Freight Association Docket ative at the Commission, or Shipping Board, 
al. 9. New England Freight Association Hearings or at meetings elsewhere, to keep them 
10. Southern Freight Association Docket 
M. 11. Southern Freight Association Dispositions posted. 
M 12. Southern Freight Association Coal & Coke Committee Docket 
13. Southern Ports Foreign Freight Committee Docket They know too, that when they want a copy 
14. Southwestern Freight Bureau Docket of a decision or report, or detailed informa- 
of 15. Southwestern Freight Bureau Hearings : ‘ 
- 16. Texas-Louisiana Tariff Bureau Docket tion about any rate matter or proceeding, 
17. Transcontinental Freight Bureau Applications they can write or wire our Special Service 
. 18. Transcontinental Freight Bureau Dispositions D a d ti ‘ LI 
Ms 19. Trunk Line Association Docket epartment—ana get it quickly. 
20. Trunk Line Association Hearings . . , ° 
21. Trunk Line Coal & Coke Committee Docket The DAILY service Is the busy traffic man s 
22. Trunk Line Coal & Coke Committee Hearings right hand man. It is the ideal combination 
23. Western Trunk Line Docket f | | P . ° d 
24. Western Trunk Line Hearings ore prompt, all-inclusive news service an 
1, 25. Western Trunk Line Dispositions a complete group of personal, intelligent 
26. Joint Hearings of Rate Committees . P ‘ 
8. Gents tetas Akeiietenn traffic services. Ask any subscriber, and he 
28. Fourth Section Orders will tell you that it takes the place of an 
29. Sixth Section Applications ; i i 
r Si fr 
hak ain: Gees expert traffic assistant at a fraction of the 
“ 31. New Tariffs and Supplements Filed with the I. C. C. expense. 
32. Tariffs Rejected by the I. C. C. 
33. Investigation and Suspension Orders The cost is reasonable because it is spread 
6. Sele Caiaee Vesntes over a large number of organizations whose 
35. Released Rate Orders . ae » a 
; 36. Express Tariffs Filed with the I. C. C. service requests are grouped to minimize 
37. Shipping Board Tariffe—Intercoastal expense. 
38. Shipping Board Tariffs—Other than Intercoastal 
39. Shipping Board Short Notice Applications 
40. Shipping Board Short Notice Permissions Ask us to place your neme aoe the DAILY 
41. Shipping Board Suspension Orders mailing list for two weeks, without obliga- 
12. Shipping Board Orders Vacating Suspension tion and to send ou com lete information 
43. Tariffs Returned by the Shipping Board tie ‘ Y i - . a 
44. Consolidated Classification Docket about the special services which are in- 
45. Express Classification Docket cluded with every subscription. 
46. Adoption Notices 
47. Address of Railroads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Modifications and Cancellations THE D Al LY TR AFF | C WOR LD 


































































In Both Freight Rate and 


Classification Change 


Is Now Promptly Told of 


The Traffie Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 





. Steamship Sailings 


Samples and full information free on request 


418 South Market St., Chicago 











and TRAFFIC BULLETIN 


Because the DAILY reduces to a minimum 
the valuable time between the taking of any 
action by the Commission, the Shipping 
Board, shippers or carriers, and the delivery 
of full information into your hands. That is 
why so many railroad and industrial traffic 
men are regular DAILY subscribers. 


They know they can depend on the DAILY 


and TRAFFIC BULLETIN: 


The Traffic Service Corporation The Trathe Service C 
ecthintiensn ian Ganene adin e Traffic Service Corporation 
418 South Market Street Chicago 
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July 25—Independence, Kans.—Examiner Molster: 
Finance No. 9742—Application Mo. Pac. R. R. for a certificate 
public convenience and necessity permitting abandonment 
line extending from Fredonia to Peru Jct., Kans. i 


July 26—Chicago, Ill.—Examiner Trezise: 
25927—-Shellmar Products Co. vs. Alton R. R. et al. 


July 26—Kansas City, Mo.—Examiner Hagerty: 
25840—Baker-Lockwood Mfg. Co. et al. vs. A. G. S. R. R. et al. 
July 26—Los Angeles, Calif.—Examiner Flynn: 
25424—M. N. Eldridge & Son vs. L. A. & S. L. R. R. et al. 


25619—Los Angeles Cotton Oil Co. et al vs. S. P. Co. et al. 


July 26—Helena, Mont.—Examiner Smith: 
25539—Jule F. Acker et al. vs. Alton R. R. et al. 


July 26—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15137—Glass from, to and_betweg Vv 
points in southwest. Filed by F. A. Leland and E. B. Boy 
agents, 


July 26—Oklahoma City, Okla.—Examiner Molster: 
Finance No. 9776—Application of A. T. & S. F. Ry. et al. for 
certificate of public convenience and necessity permitting aban 
donment of lines of railroad extending from Lehigh to Ada Jct, 


Newest Inland and from Byars Jet. to Purcell, Okla. 
July 27—Chicago, Ill.—Examiner Trezise: 
25939—Leigh Banana Case Co. vs. A. & R. R. R. et al. 
4 July 27—Helena, Mont.—Examiner Smith: 
ort t antic eaport 25135—Increases in intrastate freight rates and charges, Part 7 
Montana. 
July 27—Los Angeles, Calif.—Examiner Flynn: 
25905 (and Sub. 1)—L. H. Willard et al. vs. A. T. & S. F. Ry. et al 
July 27—Washington, D. C.—Examiner Glover: 


Within 250 miles there reside :— Fourth een Application No. 15157, as amended, filed by F. A 
Leland. 



































© : ° July 28—Chicago, Ill.—Examiner Trezise: 

One-third of the population of the United States. 25968—Chicago Live Stock Exchange vs. Alton R. R. et al. N 
The richest producing population in the United July 28—Los Angeles, Calif.—Examiner Flynn: R 
States. — Luis Valley Shipping Association vs. A. T. & S. F. Ry, tk 
et al. | 
The greatest consuming population in the United 25691—Hauser Packing Co. vs. L. A. & S. L. R. R. et al. tk 
States. July 28—Washington, D. C.—Examiner Lawton: st 

Fourth Section Application No. 15096—Filed by Pa. R. R. 
July 28—Oklahoma City, Okla.—Examiner Molster: S] 
Finance No. 9810—Application A. T. & S. F. Ry. et al. for a cer- C1 


tificate of public convenience and necessity permitting abandon- 
ment of line of railroad extending from Davis to Sulphur, Okla. 
July 31—Seattle, Wash.—Examiner Smith: 
25647—Henry D. Davis Lumber Co. (Thomas H, Mills, receiver), 
vs. G. N. Ry. et al. 
25946—Northwest Seed Co. vs. O. S. L. R. R. et al. 
July 31—St. Joseph, Mo.—Examiner Hagerty: 

25080—South St. Joseph Live Stock Exchange ys. A. V. I. Ry. et al. 
July 31—Chicago, Ill.—Examiner Trezise: 

1. & S. 3837—Use of privately owned refrigerator cars. = 
July 31—Los Angeles, Calif.—Examiner Flynn: 
* 1, & S. 3891—Animal and poultry feed to Mountain-Pacific points. 
August 1—Los Angeles, Calif.—Examiner Flynn: 

25791—California Milling Corp. et al. vs. L. A. & S. L. R. R. et al. 
August 1—-Chicago, Ill.—Examiner Trezise: 

25595—Illinois Coal Traffic Bureau vs. A. & W. Ry., et al 

26021—Illinois Coal Traffic Bureau vs. A. & W. Ry. et al. 
August 1—Baton Rouge, La.—Examiner Molster: 

Finance No. 9861—Application Y. & M. V. R. R. et al. for a cer- 
tificate of public convenience and necessity permitting abandon- 
ment of the line of railroad extending from Hammond to Covins- 
ton, La. 

August 1—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 14761—Sand and gravel between 
Albany, Ga., to Montgomery, Ala. 
August 2—Los Angeles, Calif.—Examiner Flynn: 
25712—Globe Grain & Milling Co. vs. S. P. Co. et al. 
August 2—Portland, Ore.—Examiner Smith: 
- a rd Portland Cement Co. et al. vs. California Central 
. BR. ot al, 


August 3—Portland, Ore.—Examiner Smith: 
25859—Lorenz Co. et al vs. G. N. Ry. et al. 
August 3—Los Angeles, Calif.—Examiner Flynn: 
25818—Arizona Compress & Warehouse Co. et al. vs. A. T. & S. F. 


































Harbor—30 ft. deep with 1,000 ft. turning basin; Ry. et al. 
143 miles from sea. August 3—Montgomery, Ais. Examiner Molster: 
° ° . inance o. 9860—Application L. & . R. R. for a certificate o 

Channel—27 ft. deep; in unobstructed tidal river. publie convenience and necessity permitting abandonment of line 
J 000 ° —— extending from Prattville Jct. to Prattville, Ala. 

Doc 5, ft. with shipside trackage. August 4—Portland, Ore.—Examiner Smith: 

Sheds—Sprinkler protected fireproof construction. 25894—Dunn & Baker vs. S. P. Co. 
i August 7—San Francisco, Calif.—Examiner Flynn: 

Grain Elevator—13,000,000 bu. storage. 25732—-Sevier Commission Co. vs. S. P. & S. Ry. et al. 





25783—Holm Commission Co. et al. vs. S. P. Co. et al. 






Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power In CHICAGO 


and rail facilities. 


TERMINAL 
For complete information address: S ‘e O WA REH OUSES é 


~ nd a ‘lose to ‘“‘Loop.”’ Office : varehuuse spec 
Albany Port District Commission atten or peany rae renry 


Tunnel, water, rail and truck facilities at door. 
74 Chapel Street, Albany, N. Y. 519 W. ROOSEVELT ROAD CHICAGO 
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when you ship by 


RAILWAY 
EXPRESS 


No ifs, ands, or buts about it, your shipments “get there” by 
Railway Express. The moment you turn your shipments over to 
the Railway Express, RUSH is the order of the day. You know 
that there will be no dilly-dallying on the way because your 
shipments will be shipped to their destinations at passenger train 
speed by the most direct routes and you receive absolute, con- 
crete proof that they get there in the form of a delivery receipt. 


Speed, economy, and dependability of Railway Express have 
won the enthusiastic approval of shippers all over the land, who 


The Traffic World 


THey GET THERE 














rely upon us for faithful daily performance and for that unfore- 
seen emergency when shipments must get there quickly, safely, 
and beyond all doubt. Our delivery receipt is their solution and 
very often their salvation. 


RAILWAY EXPRESS 


Agency Inc. 
NATION-WIDE RAIL AND AIR SERVICE 













223 Erie Street 


substantial savings under all-rail. 


SCHEDULE FOR 


Even Dates 





GREAT LAKES TRANSIT 
CORPORATION 


Ship your freight via Great Lakes Transit Corporation and have it move on 
scheduled sailings. Rates all-water and lake-and-rail between Eastern and 
Western points, including the Atlantic Seaboard and the Pacific Coast, reflect 


from 


BUFFALO—CHICAGO and DULUTH 


BUFFALO, N. Y. 


JULY, 1933 
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TARRETT 
EHIGH 
UILDING 


Brean 


ni im ai 


EVERY ANGLE 


LOCATION ° The building covers two entire = 
blocks, 26th to 27th Streets, I Ith to 13th Avenues. 

From the Lehigh Valley Railroad freight terminal 

on the street level, on up through 18 floors of light, 

airy, efficiently planned space, Starrett Lehigh 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 

direct access to every form of transportation. 


EFFICIENCY * Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on 15-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
vators are adjacent to platform in rail yard. 


ECONOMY * Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 

ral light on all sides. Floor areas range from 52,000 

to 124,000 square feet, the latter offering 600 feet 

of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 2 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and 
heated. Steam is furnished at 
prevailing rates. 


BUILT TO MEET YOUR 
NEEDS - INVESTIGATE 
AND FIND OUT FOR YOURSELF 


Starrett Lehigh Building 


26th to 27th Streets, Ith to 13th Avenues, New York City 
D. R. CROTSLEY, Manager, 601 West 26th Street 


B 
E 
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T 
F 
R 
O 
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All-day hospital ser- 
vice. Restaurant, 
news-stand and bar- 
ber shop in the build- 
ing. Fast passenger 
elevator service. 


I 
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August 7—Salt Lake City, Utah—Examiner Smith: 
Fourth Section Application No. 15000—Transcontinental Westbow 
Automobile Rates—Filed by Agents Toll, Jones and Curlett. 


August 8—Salt Lake City, Utah—Examiner Smith: 
25861—Bennion Gas & Oil Co. et al. vs. A. T. & S. F. Ry. 
August 8—San Francisco, Calif.—Examiner Flynn: 
25694—Garden City Meat Co., Inc. vs. S. P. Co. et al. 
August 9—San Francisco, Calif.—Examiner Flynn: 
25713—Albers Bros. Milling Co. vs. Camas Prairie R. R. et al. 
August 9—Salt Lake City, Utah—Examiner Smith: 
25815—Consolidated Wagon & Machine Co. et al. vs. 
R. et al. 
August 9—Parkersburg, W. Va.—Examiner Molster: 
Finance No. 9875—Application B. & O. R. R. et al. for a certifica 
of public convenience and necessity permitting abandonment , 
line of Little Kanawha R. R. from Placid Station to Owenspor 
W. Va. 
August 10—San Francisco, Calif.—Examiner Flynn: 
25902—D’Arrigo Bros. Co. vs. A. T. & S. F. Ry. et al. 


August 10—Salt Lake City, Utah.—Examiner Smith: 

25980 (and Sub. 1)—Idaho Grimm Alfalfa Seed Growers’ Assn. \ 
A. & R. R. R. et al. 
August 11—San Francisco, 

25756—C. Swanston & Son vs. Ft. W. & D. C. Ry. et al. 

Fourth Section Application No. 14703—filed by F. W. Gomph—Clag 
and commodity rates from and to Great Falls and Black Eagk 
Mont. 

August 14—Denver, Colo.—Examiner Smith: 
25600—and Sub. 1—Amato & Sons, Inc., 
Ry et al. 
August 14—San Francisco, Calif.—Examiner Flynn: 

25351 (and Sub. 1 and 2)—California Packing Corp. vs. 

F. Ry. et al. 
August 15—Denver, Colo.—Examiner Smith: 

a a altel Steel & Iron Works Co. et al vs. A. T. & S. F. Ry, 
eta 

Fourth Section Application No. 14519—Livestock in Western district 
—Filed by H. G. Toll, agent. 

August 16—San Francisco, Calif.—Examiner Flynn: 

25556—State Terminal Co., Ltd., et al. vs. A. T. & S. 

September 7—Ashland, Ky.—Examiner Griffin: 
25711—Big Sandy Fruit Co. et al. vs. A. C. & Y. Ry. et al. 

September 7—Milwaukee, Wis.—Examiner Worthington: 
25737—Courteen Seed Co. vs. C. & N. W. Ry. et al. 

25832—-Oneida Cedar & Lumber Co. vs. C. & N. W. 

September 7—Pittsburgh, Pa.—Examiner Witters: 

25757—Louis Caplan vs. Pa. R. R. 

25966—John F. Casey Co. et al. vs. Ga. 
operated as Ga. R. R. et al. 


et al, 


B. & O.} 


Calif.—Examiner Flynn: 


et al. vs. A. T. & S, FE 


A TF. Ba 


F. Ry. et al 


Ry. et al. 


Buyer Said: 


—and he spoke in gency ny ship- 
hink that because we are far awar, 
ge t know the value of time.” DON’T 
FORGET! Buyers and merchants in the 
Orient want merchandise shipped from 
America the shortest, fastest way. You'll ac- 
commodate them... and please them... 
if you ship VIA SEATTLE and the Amer- 
ican Mail Line. 


An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules regu- 
lar as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. 


For information, apply desk No. 6 


21 West Street 

1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building........... aces aeattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


Chicago 
Cleveland 





R. R. & Banking Co, 


ly 1, 
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a CALMAR LINE 


Greater INTERCOASTAL SERVICE 
— Car Loadings Sails ARRIVES 











Oo, Voy- 
] ——-" 2 " STEAMER | age ’ Phila- Lo Seattle 
indicate clearly the upward trend in business. No. [Baltimore] Jeihia | Angeles [Fravcrsco| Oakland | Portland an 
‘tifica; : : 
re you getting your share of the rapidly | — | | | | —— | | | —— 
mtd A y 2 8 5 Y ae ti ALAMAR_ | 11] Sailed | Sailed [July 6|July 10|July 12|July 16|July 19 
Spor increasing sales? One sales aid is the guar- VERMAR 10 | Sailed, Sailed July 2o}July 24}July 26)July 30jAug. 2 
. ‘ : uly uly ug: ug. ug. ug. ug. 
antee of prompt delivery which is always LOSMAR | | 11 July 18 July 1siAug. 10 Aug. 14/Aug. 16 Aug. 20/Aug. 23 
? : ny uly uly ug. ug. ug. ug. ug- 39 
possible if ample spot stocks of merchandise PORTMAR | 12|Aug. 5jAug. 9jAug. 31|Sept. 4|Sept. 6/Sept. 10|Sept. 13 
sn. y . : : . 
, are maintained in well located public ware- SPECIAL NOTICE—EXTRA SAILING IN JULY 
houses. 


Subject to change and/or cancellation without notice as regards 
—Clay Steamers, arrival and departure dates, and to Company’s right 


Eagle Our warehouses are first class in every way to omit scheduled ports and/or add other ports. 


. and prepared to measure up to the broadest Calmar Steamship Corporation 


requirements. Full information on request 


&s without obligation. For information regarding rates, etc., apply to nearest office: 
MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 
» ol * * * Baltimbre, Md., 15 8. Gay St. Los Angeles, Cal., 410 Chamber of Com- 
- Ry. Chieago, HIl., 140 S. Dearborn St. merce Bldg. 
strict CROO I ~ T E RM I NAL Detroit, Mich., 544 Book Building, Wash- Oakiand, Cal., ist and Market Sts. 
Ington Bivd. and Grand River Portland, Ore., 917 Board of Trade Bidg. 
New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 
et all WAREHOI ISES Philadelphia, Pa., Bourse Bidg. Matson Bldg. 
| Pittsburgh, Pa., Oliver Bldg. Seattle, Wash., 1519 Railroad Ave., South 
CHICAGO KANSAS CITY : 
417-437 W. Harrison St. 1100-1112 Union Ave. Regular Piers ; 
429-449 W. 14th Place 1201-1213 Union Ave. Atlantic Coast Pacific Coast 
1. 5801-5967 W. 65th St. 1411-1417 St. Louis Ave. Les Angeles Harber...Berth 145, Wilmington 
LOS ANGELES Baltimore—Pler 7, Port Covington, Oakland .......e.ee0- Howard Terminal 
Co, Ninth and Alemede Streets Western Md. Ry. Portland, Ore......... No. | Oceanle Terminal 
operating as San Franciseo........ Pier No. 48-B 
Overland Terminal Warehouse Co. Philadelphia—Pler 27-N, Reading Co. Seattle ...........0e Atlantie Dock Terminal 
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THE BETTER PLANOGRAPH 


“KEOPRINTS” 


SER VICE 
BETTER ovary 
PRICE 


More and more Traffic Department Executives are 
availing themselves of the possibilities of Planograph 
because of its improved quality, absolute accuracy and 
the adjusted price levels. 
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YOU CAN SAVE 
TIME AND MONEY 


Route your next shipment of freight to the Orient 
VIA SEATTLE. It will arrive at its destination hours 
or days sooner. And much to the pleasure of your 
Oriental customers, who will appreciate the service. 


We have embodied all of these features at their best in 


“KEOPRINTS” 


Samples Submitted on Request 


EDWARD KEOGH 
PRINTING COMPANY 


Tariff Printers and Planographers 
Keogh Building 
730-738 W. Van Buren Street 
CHICAGO, ILL. 


bbb rrr titi iii iis 


Seattle will give you the same terminal facilities, modern 
in every detail . . . the same careful handling of your 
goods . . . as in other well managed ports . . . and 
IN ADDITION has the geographical advantage of 
being the nearest United States port to the Orient. 


SSSS SETHE CSTE CHS E THERESE SS SS SSSEHS ETERS SESH SSS SSSSSHTSS SHES S SHEE S EEE eee Eee EE, 


Write Bell Street Terminal, Seattle, U. S. A., for the 
illustrated Port Year Book. 


“Port;Seatile 
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September 7—Topeka, Kans.—Examiner Cheseldine: 
BUFFALO N y 23434—Ww. A. L. Thompson Hardware Co. vs. A. T. & S. F. Ry. et 
7 ® . oe . ca a gal ye on : 
E 5954—-R. C. Poage Milling Co., Inc., vs. C. & O. Ry. et al. 
LARK TERMINAL WAREHOUS September 8—Milwaukee, Wis.—Examiner Worthington: 
Buffalo's most modern warehouse. We 25838—Barlow & Seelig Manufacturing Co. vs. A. A. R. R. (Wal 


store, distribute and forward general S. Franklin and Frank C. Nicodemus, Jr., receivers) et al. 


merchandise. Lowest Buffelo insurance September 8—Salina, Kans.—Examiner Cheseldine: 


2 ri 
poe | ee pwd) ~ by -_ ee Chamber of Commerce et al. vs. A. T. & S. F. RB 
et al. 


arkttt C2 fac. 24560—Metz Packing Co. et al. vs. A. T. & S. F. Ry. et al. 
L E. Wilson, Vice-Pres 25792—-Lindsborg Milling & Elevator Co., Inc., vs. M. P. R. R. et 
ieee y 3 24021 and Sub. 1—Cultra Co. vs. A. T. & S. F. Ry. et al. 


September 9—Akron, O.—Examiner Witters: 
25676—Robinson Clay Product Co. vs. B. & O. R. R. et al. 


September 11—Detroit, Mich.—Examiner Witters: 
25709—Michigan Valve and Foundry Co. vs. Alton R. R. et al, 


* 
Southern Steamshi Com all September 11—Louisville, Ky.—Examiner Griffin: 
25733—Emmart Packing Co., Inc., et al. vs. B. & O. R. R. et al, 
September 11—Minneapolis, Minn.—E iner Worthington: 
(Pioneer Steamship Line to Houston) 35365 Yale on Gea 40 C. B. & QO RR — 


OPERATING FAST FREIGHT SERVICE . ae of Commerce of Fargo, N. D. & a. vw. A. CG 
y. et al. 


BETWEEN 24402—Farm Seed Association of North America et al. vs. A. 4 
& S. F. Ry. et al. 


Philadelphia, Pa., and Houston, Tex. | —— 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays é 
From Houston ...... Mondays and Thursdays BRACING 


Low Rates Quick Dispatch Thru Package Cars COSTS... 


GENERAL OFFICES: Send for this free booklet showing h b 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. ctint freight with steel bands. « nit describes 


how carload shippers of 123 different products 
save money, time, and prevent damage by this new 
scientific bracing method. Contains scores of 


photographs and detailed information on the brac- 
ing of various loads such as barrels, boxes, crates, 
sheet steel, pipe, tanks, bricks and many others 
— perhaps what vou ship A copy will be 


mailed without the slightest obligation. Write for 


yours today—and see how easily and economically 
aN Acme Unit-Load will fie your plan of shipping. 


ACME STEEL COMPANY HEBYy 


Ship Via ser en ee ore eet ne i EE BOOKLET 


“The Port of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 


ATTORNEYS AT LAW| 


HARRY C. AMES 


Practicing ATTORNEY AT LAW 


before the Successor to Keene & Ames 
Formerly Attorney and Examiner 


weno | Soe oe ced 
COMMERCE 


commission | i- B. DRISCOLL 


and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 


PAYSOFF TINKOFF 
Attorney-at-Law “ = Public Accountant 


Specializing in 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES® 


1721 Morton Building 208 W. Washington St.# 
CHICAGO, ILL. 
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TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR d 
Interstate Commerce and State Commission Cases an 


Departmental Service Commerce 


713 Mills Bldg. cite 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS — 


‘ CONSULTING ENGINEER 
Valuation Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 
Experts 643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
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pom ee ss ; 
S = Fonr CiT18s } From—Stamford, South Norwalk, Bridgeport } 
TARO R ATES ng Pe a , New London and Norwich, Conn. 
AND Bere Pamvonrvcn Yo Te eS} melee, age To—C. F. A., W. T. L., Inter-Mountain, 
i Sermoun CownectyCur i _ raed Carolinas, South and Southwest 


DIRECT » i \ _piewrrGr ‘Wig CLYDE, OLD DOMINION, SAVANNAH, 


¥ Oenay 


a s 
% fA mean pee tnen sinned MALLORY and MORGAN S. S. LINES 


WATER SG K , THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 





